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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





A TRANSPORTATION PROGRAM 


HE most outstanding single departure from the dis- 

tinctive American principle of private enterprise is 
to be found in the treatment of transportation in the 
United States. In the fifty years since 1887, we have 
been engaged in carrying out what was described as 
“regulation.” In its name we have promoted and per- 
mitted makeshift measures aimed at nothing more than 
minor repairs, punishment, and restriction. At no time 
have we attempted to evolve a constructive and sound 
national transportation policy on the basis of careful 
planning, anticipation, and preparation from the point 
of view of the transportation system as a whole. 
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Due to the lack of public understanding and sym- 
pathy, the attention given the real problems of trans- 
portation has been essentially political. This applies in 
both the case of Congress and that of state legislatures. 
Vacillating policies and ill-conceived regulation have 
persisted without consideration of the economic needs 
of the country, the people, or the various agencies of 
transportation. As a result, we have long since passed 
the point where legislation has provided for sensible 
and necessary regulation and are now well into the 
stage of absolute governmental control. Moreover, the 
manner in which this control has been applied indi- 
cates the next stage, which is management by govern- 
ment. When that point is reached, there is but one 
more step to take; that is government ownership and 
operation of all transportation. 

Present legislation, both federal and state, was 
designed and has been administered for the regulation 
of a monopoly that no longer exists. The entire theory 
of railroad regulation should be revised to meet the 
competitive situation. Only by the determination of a 
sound national transportation policy, developed solely 
from the point of view of the public interest, and the 
expression of such a policy through the adoption of a 
new national transportation act with corollary laws in 
the states, can private enterprise be preserved in this 
major industry. Obviously, an objective so comprehen- 
sive depends first on the execution of a broad program 
of impartial research and public education. 

The financial investigation of railroads, under Sen- 
ate Resolution 71, is presumed to be in the general 
public interest and for the purpose of determining 
whether constructive legislation is necessary—and, if 
so, the character thereof. 


However, if the investigation fails to develop the 
fundamental historical aspects of the situation, it will 
serve little more than to further the aims of those ele- 
ments that seek to eliminate private enterprise from 
the field of transportation. Thus far, the investigation 
has not brought before the public any of the basic and 
essential facts relative to the transportation problem, 
viewed in the light of public interest. 

Of prime consequence is the fact that, for the first 
time in the country’s history, the federal government 
acknowledged, in the transportation act of 1920, that 
the exercise of control over rates and service implied 
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a definite obligation to protect the credit position of 
transportation systems and to serve this purpose pro- 
vision was made for the so-called fair return as con- 
trasted with previous regulation, which dealt solely 
with particular rates. Further, the act provided for a 
broad plan of railroad consolidations. If the immediate 
transportation issues now before the public are to be 
defined without due consideration to the many steps 
that have been taken since the law was enacted and 
that were intended to be in harmony with the declared 
policy of Congress, then the whole institution of private 


enterprise in the United States will be seriously 
threatened. 


The broad question of formulating policies with 
respect to the many proposed federal and state laws 
is of equal importance with the methods of procedure 
arising out of the investigation under Resolution 71. 
Any legislation that now results in increasing operating 
expenses of the railroads may at this juncture prove 
disastrous, especially in view of the Commission’s 
weird decision in the matter of the emergency freight 
charges. It is expected that, in addition to the bills 
proposed for federal adoption, about two hundred dif- 
ferent railroad bills will be introduced at the coming 
sessions of state legislatures. 


We suggest that, as to the railroad financial in- 
quiry, ihe testimony of witnesses be coordinated as far 
as possible. At least, the proposed position of each 
witness should be known to others in advance. Par- 
ticular attention should be given both to the introduc- 
tion and public “release” of general background facts 
and explanation. Press statements should be prepared 
in advance of hearings and, if introduction in evidence 
is not permitted, “releases” should nevertheless be 
made public after each hearing. 


A comprehensive outline should be prepared by 
an appropriate authority showing: 


(1) The efforts of railroads to carry out the intent of 


the transportation act, particularly with reference to consolida- 
tions. 


(2) The reasons for holding companies and the purpose 
they were intended to serve. 


(3) The effect of the depression on the whole structure of 
proposed consolidations. 


(4) The part played by the Commission, particularly in 
disapproving proposed consolidations. 

As to policies concerning proposed new legislation, 
carefully prepared information should be broadcast 
widely over the country to show the effect of these 
various proposals in their relation to agriculture, the 
shipper, the investor, the life insurance policy holder, 
and others. Second, testimony should be prepared set- 
ting forth the effect of the demands of minorities since 
the passage of the Adamson act in 1916, with particu- 
lar reference to the trend since 1931. The relationship 
of the return to labor and capital should be reviewed 
with particular reference to the protection of the exist- 
ing investments of savings banks and life insurance 
companies. The several federal bills proposed give 
opportunity for a broad range of testimony. 
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Prompt and effective organization, on a permanent 
basis, of the various economic interests concerned is q 
prime necessity if we are to avoid constant political 
treatment of the whole transportation problem. Aj 
classes of shippers, farm and financial groups, and pro. 
fessional interests, should have the opportunity thor. 
oughly to acquaint themselves with the history of the 
problem, to study immediate proposals, and to con. 
tribute to the adoption of a sound and constructive 
policy for the future. Except for minority interests, 
there is no organized philosophy in this country ip 
favor of government ownership of any form of busi- 
ness. Only through public default can it be brought 
about in the transportation industry. 

It is important that there be some recognition of 
the widespread and growing criticisms by shippers of 
the practice of railroad management and railroad labor 
secretly negotiating and determining on measures 
(without public discussion) that have the effect of in- 
creasing railroad expenses and requiring the patrons of 
the roads to pay the bill. This kind of “trading,” too 
often induced by the threat of additional legislation, 
is not in the public interest and should not be allowed 
to continue. 


Steps should be taken to minimize public disputes 
among different forms of transportation. Particularly 
in the last several years they have been engaged in 
public controversy. Not only does this tend to dis- 
credit the principle of private enterprise, but it also 
retards the clarification of the issues involved in their 
relation to a sound national policy for the future. The 
shipping public is not concerned as much with the mode 
of transportation as with the quality, cost, and con- 
venience of the service. Rather than carry these dis- 
putes before state legislatures and Congress, it should 
be possible for the leaders in each group to work 
privately toward a reconciliation of divergent views and 
not come before the public until they have established 
reasonable unity along lines that are actually in the 
public interest. 


The owners and chief executives of industrial 
enterprises should be induced to interest themselves 
in the transportation problem. In dealing with the at- 
titude of the “shipper,” there should be a differentia- 
tion between the principal and his traffic manager. The 
latter has been employed for a specific task which both 
he and his employer conceive to be that of procuring 
the best possible transportation service at the least 
possible cost. The average traffic manager does not 
usually see beyond the immediate issue of a “higher” 
or “lower” rate. There was no reasonable economic 
excuse for the recent decision of the Interstate Com- 
merce Commission in refusing to extend the surcharge 
rates. Traffic leagues, chambers of commerce, other 
such organizations, and individual “shippers’’ were 
largely responsible for the expressed attitude of the 
public before the Commission. Chief executives and 


(Continued on page 56) 
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Now that the holidays are 

far enough gone to warrant the 
belief that sodas and mints have 
done their appointed work, it 
may be decent to add to the 
sum total of human knowledge 
of what combinations human beings have taken into their 
systems as food. 
“For a Sunday morning breakfast up in that part of Maine 
that looks over into that part of Canada where many descend- 
ants of Mayflower pilgrims are living because their ancestors 
liked the king’s side of the 1775-83 quarrel, the dishes have 
been oyster stew, baked beans and mince pie. Authority for 
that is Frank Livingston, chief of staff of Commissioner East- 
man, so to speak. Beans and pie, it is believed, are already on 
the list of things known to have been served for Sunday break- 
fast. Oyster stew, however, it is believed, is really entitled to 
be called a newcomer in the list. 

Now, if Democratic Chairman-Postmaster-General Farley 
will think that over, he may find the answer to his question as 
to why Maine and Vermont did what they did on last election 
day. 


A Dietary Fact That 
May Suggest an Explana- 
tion of a Political Fact 





Always those who think Wash- 
ington should fix minimum wages 
and hours of labor, as well as 
perform other tasks within the 
competency of the states, but are 
uninformed as to the law, seize on 
a decision of the Supreme Court seeming to have a bearing on 
their desire as news of vast import. The import may be to them 
a disaster or a harbinger of the millennium. As a rule it is 
neither. The Supreme Court merely declares what is and has 
been the law. It makes no law. 

The decision in Kentucky Whip and Collar Company, peti- 
tioner, vs. Illinois Central, the prison-made goods case, is being 
hailed by some of those who seem congenitally unable to 
understand either the Constitution of the United States or the 
interpretations placed on it by the Supreme Court as opening 
the way for Congress to forbid child labor and do many other 
things within the competency of states. Senator O’Mahoney, of 
Wyoming, is among those who think the decision opens the way 
for the forbidding by Congress of child labor and the fixing of 
minimum wages and hours. The decision is represented as a 
bridge for spanning a large part of so-called vacuum or twilight 
zone between federal and state jurisdictions. 

Men who think they know the significance of Supreme 
Court utterances cannot read it that way. They are unable to 
award, at this time, the title, “pontifex maximus,” to the court 
as the builder of a bridge from what the so-called liberals con- 
sider the dark nether regions to the pure light of the realm in 
which Congress will do everything it pleases, regardless of 
rights reserved by the states. 

_In substance, the decision is that, when a state enacts valid 
legislation, Congress may enact legislation under the commerce 
clause of the Constitution making it unlawful knowingly to 
transport in interstate or foreign commerce to that state things 
that would violate its valid enactment. 

There is not even the scintilla of a new principle in that 
proposition. Probably the best known case illustrating the 
principle is the one having to do with the enforcement of the 
Webb-Kenyon act of Congress. Thereby, Congress took steps 
to keep liquor out of states that had outlawed it. While there 
were some who doubted the soundness of the reasoning of the 
court in upholding that as a valid exercise of power by Con- 
gress, it is frequently quoted by the Supreme Court to show 
the power Congress can exert under the commerce clause for 
the protection of one state against one or all of its neighbors. 

In child labor legislation enacted by Congress and held 
unconstitutional as not an exercise of power under the com- 
merce clause, the national legislature undertook to establish a 
policy with respect to child labor, not on the railroads, steam- 
ships, or other facilities of commerce among the states, but in 
the factories within each of the forty-eight states. Under pre- 
tense of regulating commerce among the states, the court said, 
Congress was undertaking to control production within the 
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states. That, even the broadest constructionist of the Con- 
stitution, it is believed, will now admit, would be a frightful 
stretching of the power to regulate commerce among the states. 

The question in the Whip case was not whether Ohio had 
enacted a valid statute on the subject of prison or convict-made 
goods, it was whether Congress could so exercise its power to 
regulate commerce among the states as to prevent prison-made 
goods moving from Kentucky into Ohio. The Illinois Central 
refused to take the goods. The Kentucky whip-maker asked 
a court to require it to transport the goods. 

“And while the power to regulate interstate commerce 
resides in the Congress, which must determine its own policy,” 
said Chief Justice Hughes, speaking for all his colleagues, “that 
Congress may shape that policy in the light of the fact that the 
transportation in interstate commerce, if permitted, would aid 
in the frustration of valid state laws for the protection of per- 
sons and property.” 

While the decision is not as much as some have suggested 
there is, however, one query that may be raised. It is as to 
what the court would say in such an event as this: Ohio enacted 
laws making six hours work a day or less the lawful measure 
and said the minimum lawful pay therefor was $5; then Con- 
gress passed an act forbidding transportation of goods into 
any state having a six hour day and $5 minimum wage law, 
that had been made by labor working more than six hours a 
day for less than $5 a day. 

Of course, the premise in that is that Ohio pass a valid wage 
and hour law. The decision in the Kentucky case is conditioned 
on the Ohio statute being valid. It is desirable to state that 
premise, for, up to this time, there has been difficulty in the 
states enacting minimum wage acts for women that could pass 
the scrutiny of the Supreme Court. Apparently, the law on 
that is that a minimum wage act must be founded on value of 
the service rather than on the concept of a “living wage.” 
Many persons have prospered on what the agitator for minimum 
wage laws, making his demagogic appeal, would call a starva- 
tion wage. Value of service to the man who has to pay the 
wage, seemingly, is a standard the Supreme Court thinks can 
be applied. 

It is to be observed, however, that, unless a state does 
something, there is nothing for Congress to do about excluding 
from interstate commerce articles made by persons or under 
conditions that advocates for better conditions deplore. 
When the Congress that as- 
sembled Tuesday this week comes 
to the end of its two-year term, 
practically one hundred and fifty 
years of statute-writing by Congress 
under the Constitution will be ended. 
This is the seventy-fifth Congress. The first was supposed to 
meet March 4, 1789. Eight of the twenty-four senators 
appeared on that day, Rhode Island not joining the union until 
1790. Thirteen of the sixty-five members of the House were 
present. 


Not until April 6 did a quorum appear in the two houses. 
Notwithstanding that fact, the House, April 1, elected its first 
speaker, Frederick Augustus Conrad Muhlenberg, one of the 
five men of that family, all born in Pennsylvania, who took 
prominent part in the work of the young republic in their 
native state, Virginia and Ohio. He was a brother of John 
Peter Gabriel Muhlenberg and uncle of Francis Swaine Muhlen- 
berg and Henry Augustus Philip Muhlenberg, all members of 
early congresses, either as representatives or senators. The 


honor of being a member of each house went to John Peter 
Gabriel. 


While Frederick Augustus Conrad was the speaker of the 
first and third Congresses, it is John Peter Gabriel who has 
captured and probably will hold the popular fancy. It was he 
who went into his pulpit one Sunday robed in his canonicals 
but stepped down in the uniform of the Eighth Virginia (Ger- 
man) regiment as_its colonel. Later, he was a brigadier gen- 
eral and brevet major general. The first speaker and John 
Peter Gabriel and Henry Augustus Philip were Lutheran min- 
isters. The general was also ordained a clergyman of the 
Episcopal Church by the Bishop of London. The assertion was 
made that, because there was an established church in Virginia, 
he was constrained to become an Episcopal minister so as 
better to serve his congregation at Woodstock, Va. Another 
tale about him is that it was he who told those who were talking 
of making German the official language of this country, when 
the feeling against the mother country was most bitter, that 
they needed foolscaps. He was educated in Germany, had 
served in a regiment in Germany, and knew that the unin- 
flected English was a more usable tongue than the inflected 
German, because he could use either. 

It was General Muhlenberg’s son, Francis Swaine, who 
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went to Ohio—Circleville—and was elected to fill a vacancy. 
His service lasted only a few months in 1828 and 1829. 

The other Muhlenberg was Henry Augustus, son of Henry 
Augustus Philip. The two last mentioned were lawyers instead 


of Lutheran ministers. Henry Augustus died while a member 


of the House, Jan. 9, 1854, the last of the Muhlenbergs in 
Congress. 





In the year ended October 31 last, 
only 457 formal complaints were filed 
with the Commission, of which 373 
were original complaints and 84 sub- 
numbers, a decrease of 46 compared 
with the previous year. In the same 
period, 1,170 informal complaints were received, a decrease of 
305. So small a volume of business, compared with 1693 in 
1928, has suggested to some practitioners that there is a con- 
nection between the reduction in the number of complaints and 
the Commission’s practice to award reparation only in excep- 
tionally clear cases. The suggestion has been made that ship- 
pers will find ways to avoid paying freight rates rather than 
ship and complain, unless the cost of making the complaints is 
fairly certain of being laid on the backs of the carriers. The 
coming of the truck, it has been suggested, gives shippers an 
advantage they have not had since rebate days.—A. E. H. 


As Reparations Fal! 
So Seem to Go 
Formal Complaints 





A TRANSPORTATION PROGRAM 
(Continued from page 54) 
owners of business apparently took no interest in the 
matter. 

It is when commodity prices are increasing that 
freight rates should be advanced. The impetus for a 
more liberal attitude on the part of the shipper must 
come from the head of the business. It is, apparently, 
useless to expect the industrial traffic manager to as- 
sume any leadership except as an opponent of meas- 
ures that mean higher rates or diminished service. 

And may the Good Lord deliver us from the Polly- 
anna statements of complacent railroads, suffering 
from cancer and unwilling to admit it; the smugness of 
business Babbitts who say “it can’t happen here’’; con- 
scienceless law-makers who think of votes instead of 
righteousness; and pinch-penny regulators. 





COAL AND CONSUMERS’ COUNSEL 


The Traffic World Washington Bureau 


A circular letter addressed “to all consumers of bituminous 
coal” was sent out by Thomas M. Woodward, consumers’ coun- 
sel of the National Bituminous Coal Commission, under the 
government’s free mailing privilege, calling their attention to 
the hearings scheduled to begin January 6 in reopened Ex 
Parte No. 115. 

“In the coming hearings, the consumers’ counsel and the 
National Bituminous Coal Commission will oppose the proposed 
increased rates,” said the letter. “It is pointed out, however, 
that bituminous coal consumers and others whose interests 
would be adversely affected by increased coal rates, have the 
primary responsibility of presenting their views to the Inter- 
state Commerce Commission.” 

The letter began with the declaration that the Interstate 
Commerce Commission, by its decision of Dec. 18, 1936, had 
denied the petition of class I railroads for further extension 
of existing emergency freight rate surcharges on bituminous 
coal, among other commodities. These surcharges, the letter 
continued, were originally authorized by the Commission as a 
means of affording emergency relief to the railroads. It added 
that any extensions beyond their original expiration date had 
been opposed by the consumers’ counsel and by the National 
Bituminous Coal Commission, on the grounds that the emer- 
gency had passed, and that the surcharges, so far as they applied 
on bituminous coal, constituted an excessive and unreasonable 
burden on consumers and on an “already depressed industry.” 

Under that decision, resulting savings in carload transpor- 
tation charges on bituminous coal, Mr. Woodward said, would 
amount to about $2,500,000 monthly after Dec. 31, 1936. 

“Many communications have been received by this office 
from consumers and organizations reflecting consumer inter- 
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ests, both large and small, in many sections of the country” 
said the Woodward letter, “protesting the repeated efforts of 
the railroads to add to existing basic rates on bituminous Coa}, 
These indicate that consumers are vitally concerned with rail. 
road freight rates.” 

After having said that hearings would be begun Jan. § 
Mr. Woodward added that further hearings to be held in vari. 
ous parts of the country would be announced subsequently by 
the Interstate Commerce Commission. 

“If the railroads should prevail in their proposals in that 
proceeding,” said Mr. Woodward, “increases more than the 
bituminous coal charges just ordered to be discontinued, wil] 
be added permanently to the coal freight rate structure.” 

The statute creating the National Bituminous Coal Com. 
mission and the consumers’ counsel makes it the duty of the 
latter to appear before the coal commission in the interest “of 
the consuming public” and to conduct such investigation of 
matters relative to the bituminous coal industry and the admin. 
istration of the coal act as he may deem necessary to enable 
him properly to represent the consuming public in any proceed. 
ing before the coal commission. It also authorizes him to call 
on that body for any information it may have at its command 
“or conduct any investigation as to any matter within its au. 
thority” on certificate from him specifying the information or 
investigation desired. Thereupon, says the act, “the (National 
Bituminous Coal) commission shall promptly furnish to the 
counsel the information or promptly conduct the investigation 
and place the results thereof at the disposal of the counsel.” 

Under the statute of its creation ‘‘to safeguard the interests 
of those concerned in the mining, transportation, selling and 
consumption of coal the (coal) commission is hereby vested 
with authority to make complaint to the Interstate Commerce 
Commission with respect to rates, charges, tariffs, and practices 
relating to the transportation of coal and to prosecute the 
same. 


“Before proceeding to hear and dispose of any complaint 
filed by another than the commission, involving the transporta- 
tion of coal,” continues the statute, “the Interstate Commerce 
Commission shall cause the (coal) commission to be notified 
of the proceeding and, upon application of the commission, shall 
permit the commission to appear and be heard. The Interstate 
Commerce Commission is authorized to avail itself of the co- 
operation, services, records and facilities of the commission.” 

Under the law creating the National Bituminous Coal Com- 
mission the consumers’ counsel is specifically authorized to 
appear before that body in the interest of consumers. The law 
in creating the office of consumers’ counsel speaks of him as 
“of the National Bituminous Coal Commission.” The latter is 
specifically authorized to make complaint to the Interstate 
Commerce Commission with respect to coal rates, charges, etc, 
and to prosecute them. a 

In a number of coal rate matters before the Commission 
the coal body has appeared by an attorney speaking for it and 
Woodward has appeared as consumers’ counsel, each making 
an argument. : ie 

The law creating the National Bituminous Coal Commission 
establishes it “in the Department of the Interior.” It declares 
that “there shall be an office in the Department of the Interior 
to be known as the office of the consumers’ counsel of the 
National Bituminous Coal Commission.” 


LOANS TO RAILROADS 


In Finance No. 9358, supplemental, the Boston & Maine 
Railroad Co. asks the Commission to approve a two-year exten- 
sion of a loan of $7,569,437 from the RFC due Feb. 1. It proposes 
continuance of the collateral now on deposit as security for the 
extended loan. The company also has signified its intention to 
seek an extension of loans from Boston banks, totaling $5,500,- 
000, due Feb. 1, for two years. 


DROUGHT RELIEF RATES 

The Commission, by Commissioner Aitchison, by amend- 
ment No. 2 to drought order No. 36, has authorized L. E. Kipp, 
as tariff publishing agent of the Chicago & North Western and 
other western lines to continue publication of reduced rates on 
hay, feed and other forages from points on their lines in Idaho, 
northern Illinois, Iowa, the upper peninsula of Michigan, Min- 
nesota, Montana, Nebraska, Wisconsin, Washington, Wyoming, 
Atchison and Leavenworth, Kan., Kansas City, Mo.-Kan., and 
St. Joseph, Mo., to points in drought stricken areas of the 
Dakotas until March 31, 1937, instead of only to Dec. 31, as 
heretofore authorized. 


A. C. & Y. REORGANIZATION 
The Commission in Finance No. 9923, Akron, Canton & 
Youngstown Railway Co. reorganization, has permitted the 
Railroad Credit Corporation to intervene. 
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Decisions of Interstate Commerce Commission 





~-0--: 


MOTOR CARRIER LIABILITY 

HE Commission, by division 5, in an order in Ex Parte 

No. MC 5, has modified its order of Oct. 3, 1936, in respect 
of insurance policies covering motor carrier liability (see Traf- 
fic World, Oct. 10, p. 676). The ex parte proceeding is de- 
fined as being “in the matter of modification of order of Oct. 
3 1936, relating to motor carrier automobile bodily injury 
liability, property damage liability or cargo liability policies 
of insurance (or certificates of insurance in lieu thereof) issued 
by insurance companies not legally authorized to transact busi- 
ness in each state in which their policies cover the operations 
of the insured motor carrier and effective on or before the first 
day of October, 1936, and expiring not later than the first day 
of October, 1937." The order follows: 


The matter of renewals of policies of insurance (or certificates of 
insurance in lieu thereof) under the above title being under consid- 
eration 

It is ordered, That said order of October 3, 1936, be and it is hereby 
modified so as to provide that renewals issued in connection with 
motor carrier policies of insurance (or certificates of insurance in lieu 
thereof) for limits of liability not less than the amounts prescribed 
in the rules and regulations of the Commission governing the filing and 
approval of surety bonds, policies of insurance, qualifications as a self- 
insurer, or other seeurities and agreements by motor carriers and 
brokers subject to the motor carrier act, 1935, covering automobile 
bodily injury liability, property damage liability or cargo liability 
and written by insurance companies not legally authorized to transact 
business in all states in which such policies cover the operations of the 
insured motor carriers, but legally authorized to transact business in 
at least one state of the United States, on which the effective date of 
such policies is on or before the first day of October, 1936, and ex- 


piring not later than the fifteenth day of February, 1937, shall be ac- 
cepted for filing and approval under section 215 of the motor carrier 
act, 1935, upon the attachment of the endorsement form, prescribed 
and approved by the Commission on the third day of August, 1936, to 
such renewal policies where the term of said renewal policies is for a 
period of not more than one year and the expiration date of any such 
renewal policy does not extend beyond February 15, 1938, provided 
that attorneys-in-fact for accepting service of process for and on be- 
half of such insurance companies have been duly appointed and have 
accepted such appointments for each state in or through which the 
motor carriers will be authorized to operate under certificates or 
permits issued by the Commission and a duplicate original of the 
power-of-attorney appointing each attorney-in-fact has been filed with 
this Commission at its office in Washington, D. C. 


CHICAGO LIVE STOCK CHARGE 


Reversing the decision of division 3, the Commission, in 
No. 24847, Chicago Live Stock Exchange vs. A. T. & S.. FF: 
et al., has found the terminal charge of $2.70 a car imposed 
on live stock at Chicago unreasonable and prejudicial to the 
extent that there is any such charge. Not later than April 16 
the railroads are required to establish rates on ordinary 
live stock from and to the Union Stock Yards and the Omaha 
Packing Co., both at Chicago, Ill., on the one hand, and points 
west of the Mississippi River and points in Wisconsin and 
Illinois embraced in Live Stock-Western District Rates, 176 
ILC. C. 1, 190 I. C. C. 611, not exceeding rates from and to 
the same points, based on the distance scales prescribed in 
the case mentioned without the addition of a terminal charge. 
Reparation was denied. : 

The decision is based on a broad finding that the condi- 
tion of transportation to Chicago differ in no essential feature 
from those to competing markets. The Commission found the 
character of the service to be substantially similar and said 
that in prescribing live stock rates for the western district 
it had taken into consideration terminal services and included 
in the rates what it considered sufficient to cover such ter- 
minal services under normal operation as well as to cover 
the loading and unloading of live stock at public stockyards. 

A terminal charge on live stock at the Union Stock Yards 
has been in existence since 1894. The question whether there 
should be a terminal charge has been in litigation off and on 
almost that long. The practice of the line haul carriers, accord- 
ing to this report, has been bitterly complained of by live stock 
shippers for more than 40 years, in fact, according to the report, 
from the time of its inception. 

Chicago, according to the report, is now the only market 
Where shippers have to pay a charge in addition to the line- 
haul rates. At other live stock markets delivering railroads 











absorb switching charges which are higher than the terminal 
charge at Chicago, says the report. The average of switching 
charges at seven live stock markets competing with Chicago, 
the report says, is $2.80 a car. 

Chicago complained in this proceeding that the imposition 
of a terminal charge in addition to the line-haul rate was 
unreasonable and unduly preferred Milwaukee, Indianapolis, 
St. Louis, Kansas City, St. Joseph, Omaha, Sioux City, and 
St. Paul. The through charges were assailed but the evidence 
in the main, the report said, was directed against the $2.70 
charge. 


Interveners at markets competing with Chicago, according 
to the report, were not opposed to cancelation of the $2.70 
charge but opposed any order to remove undue prejudice. They 
opposed an order of that sort because they said it necessarily 
would have to be in the alternative and would give the carriers 
the opportunity to increase lower charges to cure any rela- 
tionship which the Commission might find unlawful. 


The Omaha Packing Co. plant is specifically mentioned in 
the proceeding because it is served by the Burlington and not 
by the Chicago Junction railroad which serves the Union Stock 
Yards. The Burlington maintains a switching charge of $12 a 
car and on live stock the other trunk lines absorb all of this 
charge except $2.70, the result being, according to the report, 
that all roads except the Burlington maintain the same through 


charges to the plant of the Omaha company as to the Union 
Stock Yards. 


This report contains the detailed history of the development 
of the Union Stock Yards which were established in 1865 
through a unification of facilities that were maintained at four 
different points at Chicago for the delivery of live stock. In a 
defense of the charge cost studies were submitted by the rail- 
roads as well as other data. In addition to data of that sort 
they pointed out the complexity of the physical movement of 
the traffic through the Chicago area. They also said that in 
order to meet truck competition they had reduced rates on live 
stock from various points to Chicago below the level of those 
found reasonable in the live stock case. 

The Commission said that while it was true that the move- 
ment at Chicago was through a district in which there was 
interference with other trains, that was also true at other mar- 
kets. The Commission said that although many of the rates to 
Chicago, because of truck competition, had been reduced to 
amounts below those prescribed in the western case that was 
also true with respect to rates to competing markets, at which 
the line-haul carriers continued to absorb the terminal charges. 


Another point made by the carriers was that those lines 
serving Chicago did not all serve all the points alleged to be 
preferred. The Commission said that while it was true that all 
of the defendants serving Chicago did not serve all the other 
markets, one or more of them did serve one or more of the 
markets alleged to be preferred. It was obvious, said the 
Commission, that the carriers transporting ‘his traffic to Chi- 
cago and also serving the markets which were complainant’s 
principal competitors were, to the extent that they participated 
in the transportation to Chicago and to the respective compet- 
ing markets, responsible for and in a position to remedy any 


undue prejudice and preference which this record might dis- 
close. 


The only finding made by division 3 in the prior report, 
197 I. C. C. 463, that was affirmed in this report, was that the 
charge was not in violation of section 15 (5). That part of the 
law permits the imposition of switching and terminal charges 
not violative of other parts of the act. In disposing of the 
case the Commission said: 


1. The present circumstances and conditions differ materially from 
those existing when the question of the propriety of the terminal 
charge on shipments of live stock moving to the stockyards at Chicago 
was previously before the Supreme Court and this Commission, in 
that the instant complaint assails the application of the terminal 
charge on shipments moving to such stockyards under reasonable 
maximum rates prescribed by us in Livestock-Western District Rates, 
supra, for application in territory west of the Mississippi River and 
Chicago, which rates were established on January 25, 1932, and which 
generally represent increases over those previously in effect. 

2. In prescribing the rates in Livestock-Western District Rates, 
supra, we specifically took into consideration, as an element, the 
rendition of terminal services in connection with the transportation 
of live stock and included what we considered sufficient to cover 
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such terminal services under a normal operation, as well as to cover 
the unloading and loading of live stock at public stockyards. 

3. While the terminal operations at Chicago are not identical 
with those at the large competing live stock markets in western trunk 
line territory, the character of the services rendered are substantially 
similar, and the charges for such services at the said competing 
live stock markets are absorbed by the line-haul carriers. Such dif- 
ference as is shown consists principally in the fact that at the com- 
peting markets the cars are switched to the stockyards by a terminal 
company while at Chicago the stockyards are reached directly by the 
line-haul carriers. In some instances the line-haul carriers at such 
other markets use the rails of other carriers to reach the stockyards 
under their own power, which is true at Chicago. 

4. By reason of the fact that there is a terminal charge on 
shipments of live stock to Chicago while there is no such charge 
at competing markets, shipments are diverted to the latter markets 
to the detriment of the Chicago market. 

5. Since our decision in Livestock-Western District Rates, supra, 
we have, in decisions mentioned in this report, required the applica- 
tion of the line-haul rates prescribed in that proceeding on live stock 
moving to the public stockyards at Omaha and St. Paul without 
the addition of the switching charges which previously applied. 

6. Although many of the rates on live stock to Chicago have 
been reduced because of truck competition below those prescribed 
in Livestock-Western District Rates, supra, this is also true with 
respect to many of the rates to competing markets at which the 
line-haul carriers continue to absorb the terminal charges. 

7. While defendant carriers serving Chicago do not serve all of 
the other markets, one or more of these defendants does serve one 
or more of the markets alleged to be preferred. 

8. The line-haul transportation conditions are substantially sim- 
ilar to the different competing markets here considered. This is in- 
dicated by the fact that in Livestock-Western District Rates, supra, 
after an extended investigation we prescribed the same distance scale 
of rates to all of these markets. 

9. After making allowance for overstatements as to the costs 
of these terminal services at Chicago, as mentioned hereinabove, 
such terminal costs are not shown to exceed the approximate allow- 
ance made by the Commission for terminal services arrived at in the 


manner indicated in this report under the rates prescribed in Live- 
stock-Western District Rates, supra. 

10. The terminal services rendered in delivering live stock to 
the Union Stock Yards and to the plant of the Omaha Packing Co. 
at Chicago, as shown by the present record, are not more onerous 
than terminal services contemplated under the scale of rates pre- 
scribed in Livestock-Western District Rates, supra. 

Conclusions 
Upon the present record we find that the aggregate charges 


assailed on shipments of ordinary live stock, in carloads, from and 
to the points herein considered, including shipments to the plant 
of intervener Omaha Packing Co., at Chicago are, and for the future 
will be, unreasonable and unduly prejudicial to receivers of live 
stock at Chicago and preferential of receivers of live stock at the 
competing markets herein named, to the extent that such charges 
exceed or may exceed charges resulting under rates from and to the 
same points, based upon the distance scales prescribed in Livestock- 
Western District Rates, supra, without the addition thereto of a 
terminal charge. In this respect the findings of the prior report herein 
are reversed. 


Commissioner Eastman, concurring, said that this was a 
case in which the real issue could easily be obscured, unless 
certain fundamental principles followed in the making of freight 
rates were kept in mind. He said they were principles which 
were not invented by the Commission but by the railroads. He 
observed that a freight rate in this country normally included 
the entire service from the time the shipment was received at 
origin to the time when it was delivered at destination. He 
said there might be special charges for special services. 

As he saw it the evidence would not support a conclusion 
that there was terminal service at Chicago of so special and 
unique a character that an extra charge in addition to the 
line-haul rate was justified, as an exception to the principles 
under which the line-haul rates were constructed and pre- 
scribed. On the contrary, he said, the evidence was convincing 
to the contrary. 

Commissioner Caskie joined in that separate expression. 

Commissioner Miller, dissenting, said that in his judgment 
the majority report revealed no evidence competent or ade- 
quate to support the ultimate findings and conclusions. In Live 
Stock-Western District Rates, supra, on which complainant 
primarily relied as having prescribed maximum reasonable 
rates, he said, the Commission expressly left the question open 
so far as the switching for stockyards delivery was concerned. 
It was on this record in the instant proceeding, therefore, if 
at all, he said, that complainant’s right to the relief sought 
must be predicated. First he said it was to be observed that 
in respect of the first section issue the majority report did not 
apply, since there were not available in the record any of the 
usual and accepted tests of intrinsic reasonableness to the line- 
haul rates as plussed by the $2.70 terminal charge. The find- 
ing of undue prejudice and preference, he said, was based 
wholly upon the recital that, as stated in the original report, 
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by reason of the terminal charge at Chicago and its absence 
at the competing markets, shipments were diverted to the latte; 
markets, to the detriment of the Chicago market; in which cop. 
nection, he said, it was conjectured that, notwithstanding the 
absence of proof of pecuniary damage, the inequalities jp 
switching absorption practices, with an equality in rates, clearly 
“may well cause injury for the future, and that complainants 
are fairly entitled to be protected against this contingency.” 

Not only was all this discredited, said he, by the figures 
set forth in the report which disclosed that Chicago had cop. 
tinued to receive its fair share of the business, but the Commis. 
sion, he said, had often pointed out that undue prejudice and 
preference were facts to be proved, not assumed, and wer 
not proved by unsupported general declarations of competition 
or injury or by merely showing the existence of rate disparities, 
He said division 3 findings should have been affirmed and the 
complaint dismissed. He said he was authorized to state that 
Chairman Mahaffie and Commissioner McManamy joined in 
that expression. 


Commissioner Splawn, dissenting, said he concurred ip 
most of what Commissioner Miller had said. On the facts dis. 
closed in the majority report, he said, the Commission should 
either affirm the findings of division 3, or reopen the proceed- 
ing for further evidence. 





COMMISSION REPORTS 


Slag, Gravel, Etc. 


Fourth section application No. 16138, slag, gravel. crushed 
stone to south Atlantic ports, embracing also No. 16192, as 
amended. By division 2. By fourth section order No. 12628 
rail carriers parties to Pope’s I. C. C. No. 1635, authorized to 
establish over existing interstate routes, rates on slag, gravel, 
and crushed stone, from points in Alabama, Georgia, and South 
Carolina and from points intermediate thereto from which the 
rates from origins specified were observed as maxima, to 
Charleston, S. C., Savannah, Ga., and Jacksonville, Fla., with- 
out observing the long-and-short haul provision of section 4 
subject to intermediate and circuity limitations. Relief was 
temporarily authorized by fourth section order No. 12168 and 
supplements thereto. 


Bituminous Coal 


Fourth section application No. 15919, bituminous coal to 
Buffalo, N. Y., embracing also No. 15949. By division 2. By 
fourth section order No. 12630 the Commission has denied ap 
plications filed on behalf of the Erie and other carriers, for 
authority to establish, during the season of navigation on the 
Great Lakes, a rate of $1.92 a net ton on bituminous coal, from 
the Reynoldsville, Pa., group to certain waterfront deliveries 
in Buffalo, N. Y., without observing the long-and-short haul 
provision of section 4, in lieu of the present rate of $2.09. The 
applicants desired to meet, over their all-rail routes, the com- 
petition of coal received by industries on the water front on 
lake cargo rates. The Commission said that that situation 
could be met by restricting lake cargo coal rates so they would 
not be usable to the water front industries. Objections to the 
relief were made by some receivers of coal, coal operators, car- 
riers and the Rochester Chamber of Commerce, the latter tak 
ing the position that grant of the application without a cor 
responding reduction to Rochester would break a rate relation- 
ship that had existed since 1922. The Commission suggested 
grant of the relief would cause section 2 discriminations and 
pointed out that fourth section relief resulting in violation of 
other parts of the interstate commerce act might not be granted. 


Gasoline Relief Denied 


Fourth section application No. 16243, gasoline from Coral 
ville to Clinton, Ia. By division 2. Authority denied to the 
C. M. St. P. & P., in fourth section order No. 12631, to estab 
lish and maintain a rate of 12.5 cents a 100 pounds, perma 
nently, gasoline, Coralville to Clinton, Ia., without observing 
the long-and-short-haul part of section 4. The avowed purpose 
was to enable the Milwaukee to meet a rate over the Rock 
Island of 15.5 cents. Temporary relief was accorded in fourth 
section order No. 12297. The Commission computed combina- 
tions of pipe line rates and rail rates over the Milwaukee and 
the Rock Island between the affected points and came to the 
conclusion that the combinations over both routes from Okla 
homa and Kansas producing points was a through charge of 
38 cents. In these circumstances the Commission said it did 
not appear that the Milwaukee was under any rate disadvantage 
as compared with the Rock Island with respect to movements 
to Clinton. On the other hand, it added, the approval of the 
proposed rate would result in lower through charges for de 
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livery on the Milwaukee at Clinton and thereby place the Rock 
Island at a disadvantage. Commissioner Tate noted a dissent. 


Anthracite Coal 


No. 25778, Penn Anthracite Mining Co. vs. Central of New 
Jersey et al. By the Commission. On reconsideration, rates, 
anthracite, from Von Storch Colliery, Scranton, Pa., over the 
jines of the New York, Ontario & Western and the Central of 
New Jersey via Scranton, to points in New Jersey on the Cen- 
tral of New Jersey, unreasonable and unduly prejudicial to 
the extent they may exceed the corresponding single line rates 
maintained by the Central of New Jersey from mines on its 
lines in the Wyoming region. New rates are to be established 
not later than April 1. Chairman Mahaffie and Commissioner 
Porter noted a dissent. 


Brick and Hollow Tile 


Fourth section application No. 16307, brick and hollow tile 
from Virginia and Tennessee. By division 2. By fourth section 
order No. 12632, authority granted, on conditions, to establish 
rates, face and common brick and hollow building tile, Rich- 
lands, Va., Kingsport and Johnson City, Tenn., to points in 
Virginia, West Virginia, North Carolina, Kentucky, Maryland, 
Washington, D. C., and Cincinnati, O., without observing the 
jong-and-short-haul provision of section 4. Relief had been 
temporarily authorized by fourth section order No. 12332. 


Newsprint Paper 


Fourth section application No. 16441, newsprint paper from 
Quebec and Limoilou, Que. By division 2. By fourth section 
order No. 12634, authority granted, on conditions, to establish 
during the period of navigation each year from May 1 to Nov. 
30, inclusive, rates, newsprint paper, from Quebec and Limoilou, 
Que., Can., to Chicago, 11l., and Milwaukee, Wis., without ob- 
serving the long-and-short-haul part of section 4. Relief had 
been temporarily authorized by fourth section order No. 12459. 
Authority granted permits a rate not lower than 28 cents a 
100 pounds. 


Crude Sulphur 


Fourth section application No. 15762, sulphur from north 
Atlantic ports. By division 2. Supplemental report. Relief, 
without its being subject to the equidistant provision, author- 
ized in supplemental fourth section order No. 11919, rates, 
crude sulphur, New York, N. Y., Philadelphia, Pa., Baltimore, 
Md., and points grouped therewith, Warners, N. J., Norfolk, 
Portsmouth, and Port Norfolk, Va., to Charleston and South 
Charleston, W. Va., Wurtland, Ky., Cincinnati, and Lockland, 
0. Application urged that since the rate over the direct routes 
were established to meet the competition of unregulated water 
lines the situation constituted a special case not grounded on 
circuity and that the equidistant provision should not be im- 
posed. Commissioner Tate noted a dissent. 


Sulphate of Alumina 


No. 27092, National Paper Products Co. vs. Southern Pa- 
cific et al., embracing also No. 27150, Same vs. Port Townsend 
Southern et al.; No. 27151, Same vs. Same; No. 27152, Same vs. 
Trona et al.; No. 27153, Rainier Pulp & Paper Co. vs. Port Town- 
send Southern et al.; No. 27154, Same vs. Same; No. 27155, Same 
vs. Same; and No. 27159, Washington Pulp & Paper Corpora- 
tion vs. Southern Pacific et al. By division 4. Dismissed. Car- 
load rates, sulphate of alumina, Nichols, Calif., to Port Town- 
send and Port Angeles, Wash., on soda ash from Trona, Calif., 
to Port Townsend, and on woodpulp, moving in interstate or 
foreign commerce, from Port Angeles to Seattle, Wash., Van- 
couver, B. C., and Los Angeles Harbor, Calif., not unreason- 
able. Interstate rates, wrapping paper, Port Townsend to 
Seattle and San Francisco, Calif., not unreasonable or unduly 
prejudicial. 

Steel Billets 


No. 27103, Joslyn Manufacturing & Supply Co. vs. Chicago 
Junction et al. By division 4. Rate, carload, steel billets, Fort 
Wayne, Ind., to Chicago, Ill., moved Nov. 2, 1935, inapplicable. 
Applicable rate found to have been $2.90 a long ton. Appli- 
cable rate of $3.60 charged on shipment moved Feb. 13, 1934, 
from Fort Wayne, Ind., to Chicago, unreasonable to the extent 
it exceeded $3.02. Assailed rates of $2.90 and $3.02 not shown 
to have been or to be unreasonable. Reparation awarded. 
Commissioner Porter dissented. 


Zinc Alloy Plugs 


No. 27301, American Flange & Manufacturing Co., Inc., 
Vs. B. & O. By division 4. Dismissed. Applicable ratings. and 
fates, zinc alloy bungs or plugs, carloads and less than car- 
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loads, Toledo, O., to destinations in official territory not shown 
to be unreasonable or unduly prejudicial. 


Battery Separator Stock 


No. 27332, Hoover Battery Separator Co. vs. A. T. & S. F. 
et al. By division 4. Rate, straight carload of untreated bat- 
tery separator stock, Los Angeles, Calif., to Kansas City, Mo., 
shipped in Aug., 1932, inapplicable. Applicable rate found to 
have been 62.5 cents. Reparation of $89.25 with interest 
awarded. 


Calves 


No. 27379, A. Aron, Inc., et al. vs. Western Railway of 
Alabama et al. By division 4. Rates, calves, in double-deck 
and single-deck cars, Montgomery, Ala., to Bushwick Station, 
Long Island, N. Y., unreasonable to the extent they exceeded 
or might exceed 64 and 73.5 cents, respectively, in double-deck 
and single-deck cars. New rates to be established not later 
than April 8. Reparation awarded. The complaint was as to 
shipments in the statutory period prior to April 18, 1936. 


PROPOSED REPORTS 


Fresh Vegetables 


No. 27362, Cicardi Brothers Fruit & Produce Co. vs. A. 
C. L. et al., embracing also No. 27370, Gridley-Maxon & Co., 
Inc., et al. vs. Same, and No. 27424, Forest City-Weingart 
Produce Co. et al. vs. Same. By Examiner John J. Crowley. 
Examiner proposes awards of reparation on account of unrea- 
sonable rates or overcharges on fresh vegetables, carloads, 
points of origin in North Carolina, South Carolina, Georgia, 
and Florida, to Chicago, Ill., Cleveland, O., Pittsburgh, Pa., 
and St. Louis, Mo. The examiner said reparation only was 
sought the present rates being lower generally than the bases 
complainants set forth for reparation purposes. Some of the 
shipments involved were made as far back as 1928. Many, 
however, were made in 1933 and 1934. 


Battery-Separator Stock 


No. 27495, Standard Battery Separator Co. vs. A. T. & 
S. F. et al. By Examiner Car] A. Schlager. Proposes repara- 
tion of $71.20 on finding rate, one carload, battery-separator 
stock from Los Angeles, Calif., to Philadelphia inapplicable; 
applicable rate 90 cents plus emergency charge of 2 cents, 
minimum 44,000 pounds. Charges were collected at a $1.17. 
commodity rate, plus emergency charge of 2 cents. 


Carbon Tetrachloride 


No. 27428, Warner Chemical Co. et al. vs. C. & O. et al. 
By Examiner George M. Curtis. Dismissal proposed. Rates, 
carbon tetrachloride, tank cars, South Charleston, W. Va., to 
Dundee, N. J., not shown to be or to have been unreasonable 
or otherwise unlawful 


Potatoes 


No. 27261, Baker Produce Corporation et al. vs. Norfolk 
Southern et al. By Examiner John J. Crowley. Reparation 
proposed on finding rates, Irish potatoes, points in North Caro- 
lina to destinations in West Virginia, District of Columbia and 
eastern trunk line territory, shipped between May 30, 1933, and 
Jan. 1, 1935, unreasonable to extent they exceeded rates 32 
per cent of constructive first class rates from and to the same 
points which would result from the use of the southern revision 
K-2 and Q-1 scales for the portions of the hauls within and 
without southern territory, respectively, minimum 30,000 
pounds. To such constructive first class rates, said the examiner, 
should be added arbitraries determined by the southern revision 
L-2 scale for the portions of the hauls over lines of the N. S. or 
other defendants listed as weak or short lines in appendix M 
of the original report in the southern investigation. 


Vegetables 


No. 27442, Fleisher Brothers & Danziger, Inc., et al. vs. 
A. C. L. et al. By Examiner William B. Wilbur. Dismissal 
proposed. Rate, fresh vegetables, points in Florida on the San- 
ford & Everglades Loop of the A. C. L. to New York, N. Y., 
proposed to be found not unreasonable or otherwise unlawful. 

Pipe 

No. 27456, Koss Construction Co. vs. C. B. & Q. et al. By 
Examiner John Davey. Reparation of $202.62 proposed on find- 
ing rate, wrought iron pipe, Poydras Junction, La., to Linden, 
Ia., unreasonable but not otherwise unlawful to extent it ex- 
ceeded the two-factor combination of 83 cents. The shipment 
moved March 11, 1932. 

Common Sand 

No. 27496, Federal-American Cement Tile Co. vs. Penn- 

sylvania. By Examiner W. A. Disque. Reparation proposed on 
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finding rate, common sand, Massillon, O., to Wampum, Pa., 


unreasonable to extent it exceeded $1. Shipments moved in 
period from Sept. 7, 1934, to Aug. 25, 1935, inclusive. Rate 
charged $1.15. 





MOTOR CERTIFICATES ISSUED 
Certificates of public convenience and necessity have been 
issued by the Commission, division 5, in MC 2082, application 
of J. C. Gilley, Leaksville, N. C., an individual, doing business 
as Leaksville-Danville Bus Line, effective Jan. 30, 1937, unless 
otherwise provided, and in MC 59237, application of Red Ball 
Bus and Baggage Co. 


CONTRACT CARRIER PERMIT 
The Commission, division 5, in MC 2062, has issued a per- 
mit authorizing Thomas Jones, Philadelphia, Pa., to operate 
as a contract carrier. 





QUEEN CITY COACH ACQUISITION 
The Commission, by division 5 in MC F-5, Queen City 
Coach Co. acquisition of control of Greensboro-Fayetteville Bus 
Line, Inc., has authorized the former to acquire the latter by 
the purchase of 86 shares of the capital stock of the latter and 
the assumption of open accounts of approximately $3,000. The 
stock is to be acquired for $11,493.68. 





McCLOUD RIVER RAIL-BUS MERGER 
The Commission, division 5, in MC-F 40, merger in McCloud 
River Railroad Co. of McCloud Transportation Co., has author- 
ized the merger of the properties and operating rights of the 
two companies. The railroad company controlled the trans- 
portation company by ownership of 97 per cent of its stock. 
The transportation company was organized to render auxiliary 
service for the railroad company in the transportation of pas- 
sengers and express, its organization being made because there 
was not business enough to warrant the railroad’s operating 
passenger trains. It operates between Mount Shasta and 
McCloud, Calif., and on routes adjacent to the railroad. The 
railroad company is to take over the transportation company 

assets at their book value and assume its liabilities. 





S. E. GREYHOUND LINES MERGER 


With restrictions on assets to be capitalized, the Commis- 
sion, division 5, in MC-F 153, Southeastern Greyhound Lines 
issuance of securities, has authorized a merger of the lines 
composing that system and issuance of securities. Southeastern 
Greyhound Lines operate in a rectangularly shaped territory 
bounded generally by Evansville, Ind., Huntington, W. Va., 
Jacksonville, Fla., and Mobile, Ala. Wholly owned subsidiaries 
which are to be merged under the authority granted in this 
case which also embraces MC-F 161, the proceeding in which 
authority to merge is sought, are the Southeastern Greyhound 
Lines of Alabama, the Southeastern Greyhound Lines of Tennes- 
see, the Southeastern Greyhound Lines, Inc. (Del.), Barnes 
Brothers, Inc., Capitol Coaches, Inc., Colonial Short Line Co. 
of Tennessee and Gold Seal Transit Co. 

The applicant was formerly known as the Consolidated 
Coach Co. Its successor, the Southeastern Greyhound Lines, 
has been authorized to issue $106,029 preferred dividend scrip; 
21,879 shares 6 per cent nonconvertible preferred stock, and 
123,480 shares common stock. 

In the proceeding relating to the issuance of securities 
the system asked authority to issue $106,029 preferred dividend 
scrip; 21,879 shares, $20 par value, 6 per cent cumulative non- 
convertible preferred stock; 28,121 shares, $20 par value, 6 
per cent cumulative convertible preferred stock, and 285,912 
shares, $5 par value, common stock. Retirement of securities 
proposed, the report said, would effect an annual saving in 
interest charges approximating $118,000. In giving effect to 
the proposed mergers, according to the report, the accounts of 
the liquidating corporations would be merged with those of the 
applicant, all intercompany accounts being eliminated. 

After the proposed merger the report said, applicant’s 
fixed assets, before depreciation, would aggregate $2,050,612, 
while $1,839,295 would be carried in ‘franchises, organizations 
and development,” and $1,024,745 would be carried in “excess 
of cost of investment in subsidiary companies over par or stated 
value of common stock and surplus at dates of acquisition.” 

The Commission refused to permit the issuance of securi- 
ties against either of the two last-mentioned accounts. It said 


that while recognizing the fact that, in some instances, de- 
velopment costs might be worthy subjects of capitalization, on 
the showing made in the instant proceeding it was not pres- 
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ently disposed to permit the issuance of securities against eithe 
of the two accounts mentioned. 

Issuance of securities was authorized on condition tha 
applicant’s certificate of incorporation be amended so as ty 
provide for the changes in capitalization discussed in the pe 
port and that a duly-attested copy of the amendments be file 
with the Commission. 

Due to the applicant’s inability up to the present time, the 
report said, to file required data, including an underwriting 
agreement, the Commission reserved for supplemental consi¢. 
eration and order, on compliance with such requirements, the 
matter of authorizing the issue of such securities as were ty 
be sold for cash or to be issuable in conversion of such secur. 
ties. 





KEESHIN APPLICATIONS DISMISSED 


The Commission, division 5, on petition of the Keeshjp 
Motor Express Co., Inc. (Ill.), has dismissed applications jp 
four cases, either because the applicant no longer has any 
interest in a company it has asked authority to acquire o& 
fewer than twenty vehicles are involved in the transaction 
and therefore the matter is not within the jurisdiction of the 
Commission, being within the exemption stated in section 213(¢} 
of the motor carrier act. 

In MC-F 24, Keeshin Motor Express Inc. (Ill.), purchage 
of operating rights and property of J. W. Corderman, doing 
business as Corderman Cartage Co. and Motorway Freight Co, 
the applicant said the application was filed under protest, the 
protest being based on the fact that fewer than twenty vehicle 
were to be acquired. 

The application in MC-F 25, Keeshin Motor Express Co, 
Inc. (Ill.), purchase of operating rights and property of C. E 
Nicklow, doing business as C. E. Nicklow Motor Freight Car. 
rier, was dismissed for the twenty vehicle reason. 

In MC-F 30, Keeshin Transcontinental Freight Lines, Ine, 
acquisition of control of Gulf Carloading Co. of Texas, Ine, 
the applicant said it no longer had any interest, direct or in- 
direct, in the Gulf company. 

In MC-F 31, Keeshin Transcontinental Freight Lines, Ine, 
acquisition of control of New Orleans Freight Distributing Co, 
Inc., dismissal was based on an allegation that the applicant 
now had no interest in the property covered by the application. 


KEESHIN LEASE CASE 


The Commission, division 5, in MC-F 77, Keeshin Motor 
Express Co., Inc. (Ill.), lease of operating rights and property 
of Keeshin Motor Express, Inc. (Ind.), and other Keeshin com- 
panies, has approved and authorized, subject to conditions, 
lease by the applicant of the property and operating rights of 
Keeshin Motor Express, Inc. (Ind.), Keeshin Motor Express, 
Inc. (N. Y.), Bernd Trux, Inc., Dickens Motor Freight, Ine, 
and Scott Transportation Co. 

In addition to the application for leasing the properties 
mentioned as being within the list of authorizations, authority 
was sought to lease from National Freight Lines, Inc., prop 
erties and operating rights of Charles T. Durand, doing busi 
ness as National Transfer and Storage Co. and to lease prop 
erties and rights of Seaboard Freight Lines, Inc. (Conn.), pro 
vided the Commission approved applications filed as MC-F ll 
and MC-F 12. 

Applications for authority other than those herein men- 
tioned as having been granted were denied. The Commission's 
report said it dealt with transactions involving companies which 
this record indicated were controlled by Keeshin interests and 
which were not the subjects of any authority sought in appli- 
cations pending at the date of the hearing herein, to effect o 
consummate such control, filed under section 213 of the motor 
carrier act, by any such interests. In that way MC-F 2%, 
Keeshin Transcontinental Freight Lines, Inc., acquisition of con 
trol of Bausman Motor Express, Inc., as well as MC-F 12 here 
inbefore referred to, were excluded. 

Intervening petitions, the report said, were filed on behalf 
of Chicago & Illinois Midland Railway Co. and other steam rail- 
roads, operating in western trunk line territory, and on be 
half of rail carriers in trunk line territory, other than the 
Baltimore & Ohio. Motor carriers, the report said, were repre 
sented at the hearing but did not formally intervene. The post 
tion of the intervenors was not set forth in that recital. 


All the outstanding capital stock of the applicant, the Tf 
port said, was owned by Keeshin Transcontinental, which als 
owned the stock of other Keeshin companies, some involved 
the transaction and some not involved. 

Each of the lease agreements, except that pertaining to the 
Keeshin (Ind.) company, leased the property and operating 
rights, at a rental of $1,000 a month. Property of the Indiana 
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was excepted from the lease agreement on account of the pro- 
yision in the law of Indiana requiring a carrier doing intrastate 
pusiness to control property requisite for that purpose. 

The purpose of the move, according to the report, was to 
pring all property and operating rights under a single cor- 
poration. As reasons for using the lease method, the applicant 
said outright purchase would involve a determination of proper 
consideration to be given for the property, a thing the Keeshin 
(Ill.) company was not in a position now to do; that it had not 
been determined whether the policy would be for Transconti- 
nental to conduct the operations as an operating as well as a 
holding company or whether the Illinois Keeshin company 
would carry on the operations; and the possibility that the 
laws of some states would be changed so that qualified foreign 
corporations might do intrastate business. In the event such 
a change were made, it was said, the applicant’s corporate 
structure would be considerably changed. 

Considering generally the reasons given, the report said 
it was obvious the lease arrangement was a temporary expe- 
dient which would preserve the present corporate set-up until 
future developments in the policy of the Keeshin interests and 
the policy of the states with respect to intrastate business would 
permit readjustment of the corporate relationships along perma- 
nent lines. To have one corporation as owner and operator 
of all rights and property, which apparently would be the most 
natural and logical means of achieving the end desired, the 
report added, seemed to be the final goal in the direction of 
which the transactions here proposed were steps and which 
steps doubtless could be retraced if necessary. 

Any change in operating methods or practices, the report 
declared, would be in form and not substance so far as the 
public was concerned. There would be less possibility of con- 
fusion, it further asserted, in the dealings with the public with 
a single company operating under the Keeshin name, especially 
in the case of claims. It was estimated that $50,000 a year 
could be saved as a result of keeping one active set of accounts 
as compared with keeping several active sets for the several 
companies, said the report. No details were submitted, it 
added, in support of that figure. 

The position of protestants which had not been identified 
as being interveners, and the prescribed conditions, follow: 


Counsel for protestants argued on brief and in support of ex- 
ceptions to the recommended report and order that one of the inher- 
ent advantages of motor truck transportation which Congress probably 
had in mind in the declaration of policy under section 202 of the act 
was the flexibility and speed of trucks in handling shipments in short 
hauls, and that such advantages were not inherent in a trucking or- 
ganization performing through service over a large part of the United 
States. It was also argued that a motor carrier business can be op- 
erated more economically if the operations are confined to small areas 
where those in charge can personally supervise and watch the details 
of the operation. In support of this contention, attention is called to 
profit and loss statement for the period January 1 to September 9, 1936, 
where net operating losses are shown in the amounts of $281,399 for ap- 
plicant, $19,804 for Bernd Trux, $91,699 for Keeshin (Indiana), $115,623 
for Scott Transportation, $26,470 for Dickens, and $163,531 for Keeshin 
(New York), representing a combined net operating loss for the period 
of $698,526. ... 

None of the leases for the consummation of which authority is 
herein granted, nor rights of any of the parties thereunder, may be 
assigned by any of said parties without the prior approval of such as- 
signment by this Commission. 

The consideration to be paid by applicant to each of the lessors as 
rental for the property and operating rights leased shall be a sum 
equal to the actual corporate costs of each of such lessors. 

That a certified copy of each lease entered into as result of the 
approval herein given and containing modifications hereinbefore set 
forth, be filed with this Commission prior to the lessee commencing 
operations thereunder. 


YOSEMITE VALLEY REORGANIZATION 


A plan for the reorganization of the Yosemite Valley Rail- 
way Co. has been submitted to the Commission in Finance No. 
11481 by the debtor, for approval by the Commission. The 
debtor asserts that the plan of reorganization has been ap- 
proved by a committee representing more than 90 per cent of 
the amount of the claims outstanding against it. 

The company, according to the petition, had outstanding 
as of Nov. 30, 1936, $2,318,000 of first mortgage five per cent 
sinking fund 30 year gold bonds of the Yosemite Valley Rail- 
road Co., which matured Jan. 1; $463,600 of accrued interest 
on those bonds and 1,761 shares of common no par stock. 

It is proposed to issue $1,159,000 of 4 per cent first mort- 
gage bonds on which there is to be a semiannual deposit for 
interest and sinking fund purposes of $23,180. In addition the 
company proposes to issue 40,000 shares of no par common 
Capital stock. 

Each holder of an existing $1,000 outstanding bond will 
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receive a new $500 bond. The company is also to issue com- 
mon stock representing the difference between $1,159,000 and 
the aggregate value of the total assets of the company on the 
basis of 10 shares for each $1,000 valuation of such assets. 
This stock will be issued to voting trustees who will issue to 
the holders of the new bonds beneficial interests representing 
all of the stock so issued in proportion to their respective in- 
terests. The voting trust to be managed by three trustees is 
to endure for ten years from the «‘ate when the decree of re- 
organization becomes final, unless sooner terminated by a 
majority of voting trustees, or releases by the holders of cer- 
tificates representing at least 66 2/3 per cent of the issue of 
capital stock of the company. 


NORFOLK SOUTHERN EQUIPMENT 


In Finance No. 10917, Norfolk Southern Railroad Co. re- 
ceivers’ public works improvement, the Commission, by division 
4, in a supplemental report, has approved acquisition of 25 
forty-ton 40-foot steel sheathed automobile cars, equipped with 
loading devices, estimated to cost $84,375. To the extent of 
$60,000 the cost of the equipment is proposed to be financed 
through the aid of the Federal Emergency Administration of 
Public Works. 


SOUTHERN PACIFIC LEASE 


Examiner R. R. Molster, in a proposed report in Finance 
No. 11246, Southern Pacific Co. proposed lease, has recom- 
mended that division 4 of the Commission find that lease by 
the Southern Pacific Co. of the railroad properties of the Union 
Belt Railway of Oakland, on terms and conditions proposed, 
would not promote the public interest and that the application 
be denied. 


—_ 


D. S. S. & A. REORGANIZATION 


In Finance No. 11484, the Duluth, South Shore & Atlantic 
Railway, has filed a copy of a petition with the Commission and 
at the same time with the federal court for Minnesota, fourth 
division, for permission to reorganize under section 77 of the 
national bankruptcy act. The applicant says that there be- 
came due Jan. 1, 1937, its first mortgage bonds amounting to 
$4,000,000 and that on the same date there became due the 
principal amount of Marquette, Houghton & Ontangon Railroad 
and Marquette & Western Railroad 6 per cent bonds of 1885 
amounting to $1,400,000 which the debtor had agreed to pay. 
In addition the petition said that interest on the applicant’s 
first consolidated 4 per cent 100 year gold mortgage dated July 
17, 1890, was due and unpaid in the amount of $21,579,935.18. 


S. & A. REORGANIZATION 


The Commission, division 4, by order in Finance No. 11336, 
Savannah & Atlanta Railway reorganization, has ratified the 
appointment of Charles E. Gay, Jr., and D. G. Fogarty to be 
trustees of that carrier. The ratification of Mr. Gay’s appoint- 
ment is subject to the proviso that Mr. Gay, heretofore re- 
ceiver and operating executive as well as president of the 
debtor corporation, shall receive no salary or compensation as 
an officer or employe of the debtor and that his only com- 
pensation shall be that allowed to him as trustee. 


ACCOUNTING BY ST. JOSEPH BELT 


The Commission has instituted a proceeding of inquiry 
and investigation in No. 27622, accounting by St. Joseph Belt 
Railway Co. for certain land deeded to it by the St. Joseph 
Stock Yards Company, for the purpose of determining the value 
of the land at the date of acquisition and the proper account- 
ing therefor by the St. Joseph Belt Railway Co. The pro- 
ceeding has been set for hearing at Washington, Jan. 12, before 
Examiner Thomas D. Walton. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. Nd. 11454, Aberdeen & Rockfish Rail- 
road Company bonds, granting authority to issue not exceeding $106,- 
000 of serial refunding 4% per cent bonds, to be sold at their principal 
amount and accrued interest, and the proceeds applied to the repay- 
ment of a loan from the Reconstruction Finance Corporation and other 
purposes, approved. 

Report, order and certificate in F. D. No. 11344, Fort Worth & 
Rio Grande Railway Company Control, Operation, etc., authorizing 
(a) acquisition by the Atchison, Topeka & Santa Fe Railway Com- 
pany of control of the Fort Worth & Rio Grande Railway Company 
by purchase of capital stock, (b) purchase by the St. Louis, San 
Francisco & Texas Railway Company of certain properties of the Fort 
Worth & Rio Grande Railway Company, (c) lease by the Gulf, Colo- 
rado & Santa Fe Railway Company of all properties of the Fort Worth 
& Rio Grande Railway Company, except those to be purchased by 
the St. Louis, San Francisco & Texas Railway Company, and (d) 
operation under trackage rights by the St. Louis, San Francisco & 
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Texas Railway Company over the part of the main line of Fort Worth 
& Rio Grande Railway Company extending between a point of con- 
nection with the latter’s South Belt line, at Belt Junction, and a 
point 1,000 feet southwest thereof, in or near Fort Worth, Tarrant 
county, Tex., approved. 

Report and order in F. D. No. 11457, Western Maryland Railway 
Company equipment-trust certificates, granting authority to assume 
obligation and liability in respect of not exceeding $1,590,000 of West- 
ern Maryland Railway 2%4 per cent equipment trust certificates, series 
F, to be issued by the Equitable Trust Company of Baltimore, Md., 
as trustee, and sold at 101.41 and accrued dividends to Stroud & Com- 
pany, of Philadelphia, Pa., in connection with the procurement of 
certain equipment, approved. 

Third supplemental report and fourth supplemental order in No. 
12964, in the matter of consolidation of railway properties of the 
United States into a limited number of systems (consolidation of rail- 
roads), modifying the consolidation plan, 159 I. C. C. 522, so as to 
assign the Fort Worth & Rio Grande Railway Company to system 
No. 17, Santa Fe, instead of to system No. 19, Rock Island-Frisco, 
approved. 

Report and certificate in F. D. No. 11368, Chicago & North West- 
ern Railway Company abandonment and operation, (1) permitting 
abandonment by the Chicago & North Western Railway Company and 
its trustee of parts of a branch line of railroad, and (2) authorizing 
operation by them under trackage rights over a line of railroad of 
the Chicago Great Western Railroad Company, in Carroll, Crawford 
and Shelby counties, Iowa, approved. 

Supplemental report and second supplemental order in F. D. No. 
4164, El Paso & Southwestern System control, authorizing modifica- 
tion by the Southern Pacific Company of leases of the properties of 
the El Paso & Rock Island Railway Company and of the Dawson 
Railway Company, approved. 


FINANCE APPLICATIONS 


Finance No. 11482. Legh R. Powell, Jr., and Henry W. Anderson, 
receivers of the Seaboard Air Line, ask authority to assume obligation 
and liability in respect of not exceeding $2,500,000 of receivers’ equip- 
ment trust certificates, the proceeds of which are to be used in acquir- 
ing equipment of an estimated cost of $3,391,000. The equipment pro- 
posed to be acquired consists of 5 locomotives, 1,000 box cars, 6 pas- 
senger cars, and 4 passenger and baggage cars. 

Finance No. 11483. Portland & Rumford Falls Railroad asks au- 
thority to issue its negotiable promissory note or notes for an amount 
not exceeding $250,000, to bear interest at not exceeding 6 per cent. 
The loan is to be made to provide funds for the payment of bonds 
of the Rumford Falls & Rangeley Lakes Railroad Co., guaranteed 
by the applicant. The Rumford Falls & Rangeley Lakes Railroad has 
been abandoned. The bonds are to be sold to the Maine Central, 
which operates the applicant, at par and proceeds are to be used to 
pay off or call for redemption at par on May 1, 1937, $144,000 6 per 
cent sinking fund mortgage gold bonds due Nov. 1, 1948, and to pay 
outstanding first mortgage 5 per cent bonds of the same company 
amounting to $123,500 now outstanding. 

Finance No. 11479. Gulf, Mobile & Northern Railroad Co. asks 
authority to issue $800,000 of 3 per cent secured serial notes to be 
sold at par and the proceeds used to retire outstanding 4 per cent 


obligations, and to pledge $1,200,000 of applicant’s first mortgage 5. 


per cent series C gold bonds as security for the issue. The notes are 
to be sold to Kuhn, Loeb & Co., New York City, subject to approval 
of the Commission at par and accrued interest. The obligations pro- 
posed to be discharged are $93,636.82 of 4 per cent serial collateral 
notes and $736,000 of 4 per cent collateral trust bonds, the former 
to be paid at par and the latter at 101% or an aggregate premium of 
$9,200. 

MC-F 196. Garden State Lines, Inc., Passaic, N. J., asks authority 
to purchase the rights of Adolph Hollander, trading as the Ridgewood 
Bus Lines. 

MC-F 197. E. T. & W. N. C. Motor Transportation Co., Johnson 
City, Tenn., asks authority to lease properties of Hoover Lines, Inc. 

MC-F 198. Midland Truck Lines, Inc., St. Louis, Mo., doing busi- 
ness under the name of Monarch Fast Freight, asks authority to pur- 
chase the common carrier division of the Stanley Truck Lines, Cross- 
ville, Ill. 

MC-F 199. Southern Pacific Transport Co., Houston, Tex., asks 
authority to purchase certificate and rights of Lucian Pilarezyk, dba L. 
P. Truck Line. 

Finance No. 11375. Supplemental application of Charles M. Thom- 
son, trustee of Chicago & Eastern Illinois Railway Co., debtor, for 
modification of report and order of Oct. 22, 1936, so as to permit him 
to assume obligation and liability with respect to $1,080,000 of definitive 
equipment trust certificates, series C, to be issued under equipment 
trust agreement dated Nov. 1, 1936. 

Finance Nos. 9160, 9484, 9730. Boston & Maine Railroad bonds. 
Boston & Maine asks Commission to modify order of Sept. 24, 1935, 
so that it may pledge and repledge from time to time to and in- 
cluding Feb. 1, 1939, its series KK and series LL bonds, as now 
pledged, as collateral security for short term notes. 

Finance No. 11486. Montour Railroad Co. asks authority to issue 
$700,000 of equipment trust bonds bearing 2% per cent interest in 
connection with purchase of 500 all-steel hopper 55 ton cars at $2,167.95 
a car or a total of $1,083,975. Applicant said the bonds were to be 
sold to the Union Trust Co. of Pittsburgh, Pa., at par. 

Finance No. 11487. Chicago, Havana & Western Railroad Co. 
asks authority to extend to April 2, 1952, the maturity date of $2,500,000 
of Chicago, Havana & Western Railroad Co. first mortgage gold bonds 
which were payable Dec. 1, 1926. 

Finance No. 11488. Trustee of Chicago, Rock Island & Gulf Rail- 
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way Co. ask authority to assume and guarantee the payment of pay 
or all of the principal and interest of $5,000,000 of proposed fing 
mortgage bonds of the Union Terminal Co., a Texas corporation, whig, 
are to be used to retire a like amount of 5 per cent bonds matur 
April 1, 1942. The new bonds are to bear 3% per cent interest, ang 
are to be sold at 106 and accrued interest. The old bonds are callable 
at 105. 

Finance No. 11498. Southern Pacific Railroad Co. and Southern 
Pacific, its lessee, ask authority to abandon portion of the Santa Am 
branch in Orange county, Calif., between West Anaheim and Mirg 
flores, approximately 2 miles. Applicants said other lines of railrogg 
owned by Southern Pacific amply served the territory. 

MC-F 200. Holland Highway Express Co., Nashville, Tenn., asks 
authority to purchase certain assets and operating rights of Hollang 
Highway Express, Inc, 

MC-F 201. Silver Fleet Motor Express, Inc., Louisville, Ky., asks 
authority to acquire control of Holland Highway Express Co., through 
the purchase of all its stock and to purchase all the assets of Hollang 
Highway Express Co. 

MC-F 202. The Silver Fleet of Memphis, Inc., Memphis, Tenn, 
asks authority to purchase the properties of Covington Express, Ine, 


PETITIONS FOR REHEARING, ETC. 


No. 27135, Hanna Manufacturing Co. vs. A. C. L. et al. Complaip. 
ant asks for reargument and reconsideration by the entire Commission, 

No. 27251. Salant & Salant, Inc., vs. N. C. & St. L. et al. Com 
plainant asks for reargument and reconsideration by division 3 as to 
one of the matters determined. 

No. 20769, charges for protective service on perishable freight, 
Interested carriers concurring parties to Perishable Protective Tariff 
No. 8, ask for further consideration and modification of the order 
prescribing switching charges per icing in Arizona, California, Nevada 
and Oregon. 

No. 20930, International Paper Co. vs. B. & O. et al. Complainant 
asks for issuance of order or supplemental report and order. 

No. 13535 et al., consolidated southwestern cases. Southwestern 
lines, defendants, ask for approval under finding 27 of the decision, 
123 I. C. C. 203, of the publication of rate of 51 cents a 100 pounds on 
iyory nut meal, scrap or shavings, carloads, minimum weight 36,00 
pounds, from Reynolds, Pa., to Atlas, Mo. 

No. 24139, North Carolina Corporation Commission et al. vs. A 
& W. et al.; No. 24140, Same vs. A. & R.; and-No. 24901, National 
Association of Cotton Manufacturers vs. A. B. C. Boat Line et al. J, 
E. Tilford, chairman, Southern Freight Association, on behalf of car- 
riers in New England Freight Association territory, Trunk Line As 
sociation territory, -Central Freight Association territory, Illinols 
Freight Association territory, Western Trunk Line territory, and 
Southern Freight Association territory, asks for postponement of the 
effective date of the order until April 9, 1937. 

No. 26983, Newnan Cotton Mills vs. A. & W. P. et al. Defendants 
ask that the effective date of the order be postponed so as to become 
effective on April 9, 1937. 

No. 26587, Burnham Boiler Corporation vs. 
Complainant asks the Commission to 
sideration on the record as made. 

No. 19830, Joyce-Pruit Co. vs. A. T. & S. F. et al. Defendants ask 
the Commission to modify its report and order to the extent necessary 
to permit the revision of class rates between Colorado points east of 
and including Denver and points grouped therewith, from Cheyenne, 
Wyo., on the north to Trinidad, Colo., on the south and points in the 
so-called Pecos Valley from Clovis to Corral, N. M., so as to enable 
defendants to revise class rates prescribed in this proceeding to con- 
form to the rates subsequently prescribed by the Commission in the 
twenty-first supplemental report, Consolidated Southwestern Cases, 
205 I. C. C. 601. 

No. 27169, Stearns Coal & Lumber Co., Inc. vs. A. & R. et al. 
Complainant asks for reopening, reargument and reconsideration by 
the Commission as a whole and that an order be entered requiring 
defendants to establish and maintain a parity of rates on coal south- 
bound between complainant’s mines and the mines on the Tennessee 
Railroad. 


No. 27100, Bergstrom Paper Co. vs. Akron & Barberton Belt Rail 
road Co. et al., and a sub-number thereunder, Same vs. D. T. & I. et al. 
Complainant asks the Commission to reopen this proceeding for recon- 
sideration and decision by the full Commission on the record made. 

No. 13535 et al., consolidated southwestern cases. Suthwestern 
lines, defendants in this proceeding, ask the Commission for approval 
under finding 27 of the decision, 123 I. C. C. 203, of the publication of 
rate of 17% cents a 100 pounds on rosin sizing, liquid, in tank cars, 
subject to Rule 35 of current Consolidated Classification, carloads, from 
New Orleans, Marrero and DeQuincy, La., to Crossett and Camden, Ark. 


1. and S. No. 4062, routing of live stock in western territory. Denver 
& Rio Grande Western asks for the reopening of this proceeding and 
for an order of the Commission requiring the Union Pacific Railroad to 
establish through joint rates on live stock from and to points on what 
was formerly the Los Angeles and Salt Lake unit of its system, now 
known as the southwestern district as defined in Item 18, Agent Kipp’s 
tariff, I. C. C. 1389, via Utah junctions other than Provo in.connection 
with the lines of the Rio Grande. 

1. and S. No. 4039, vegetable oils between points in the United 
States; |. and S. No. 4013, vegetable oils to, from and within southwest; 
1. and S. No. 4040, transit on vegetable oils in the south; and |. and & 
No. 4095, vegetable oils to, from and within southwest. J. E. Tilford, 
chairman of the Southern Freight Association, for and on behalf of 
the various freight associations asks the Commission to postpone until 
March 1, 1937, the effective date of its order. 
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RENEWED EMERGENCY CHARGE CASE 


The Traffic World Washington Bureau 


With Dr. Julius H. Parmelee, director of the Bureau of 
Railway Economics, bringing figures down to date, Class I 
railroads, Jan. 6, in reopened Ex Parte No. 115, resumed the 
carrier effort to persuade the Commission of their need for 
additional revenue. His testimony was to be the statistical part 
of the showing for need of more revenue to meet rising prices 
of materials and supplies and increasing maintenance expendi- 
ures to assure continuance of dependable and efficient trans- 
portation service. 

It was represented that while if the increases in rates pro- 
posed were approved by the Commission, they would provide 
smewhat greater revenue than now being received under exist- 
ing rates, it would be less than that réalized under the emerg- 
ency charges which expired with 1936. Expiration of the 
emergency charges, it was pointed out, caused the net revenues 
of the carriers to be reduced approximately $10,000,000 a month. 

Objection to the reception of any testimony concerning the 
reasonableness ‘of the lake cargo coal rates prescribed by the 
Commission by its order of May 9, 1927, was presented in the 
form of motions to rule out such testimony by K. D. Loos, 
speaking for E. S. Ballard for Ohio coal operators, and by A. G. 
Gutheim for operators in western Pennsylvania. The motions 
pointed out that the rates then prescribed were directed to be 
maintained until the further order of the Commission in 126 
1.C. C. 309. The motions made the point that no application had 
been received from any party in the complaint and answer pro- 
ceeding in which the lake cargo coal rates were prescribed for 
areopening of that case and that it had not been reopened. Mr. 
Gutheim contended that’.the Commission therefore had not 
complied with the requirements of section 16 (c) with respect to 
rehearings by the Commission. It was urged that the issue of 
reasonableness of the rate from Pittsburgh to the Great Lakes 
was not properly before the Commission in this proceeding. It 
was further urged that any evidence on that point was irrelevant 
and immaterial and consequently inadmissible in this proceed- 
ing. The Gutheim motion asked that it be treated as an objec- 
tion duly made to all evidence offered relating to the rates in 
question. 

Commission Aitchison, in opening the hearing, said it was 
hoped to develop a program so as to conserve the time of all 
interested; that is to say about what time a particular subject 
would come on for hearing to the end that those not interested 
ina particular subject would not have to be in attendance. He 
reminded those in the hearing room, of whom there were so 
many it was crowded, that it was tentatively agreed that the 
hearings prior to adjournment for the inauguration, probably 
Jan. 16 or 17, would be devoted to coal and coke, iron and steel, 
iron ore, and cement. He doubted, however, whether cement 
would be reached before that adjournment. 


Sitting with Commissioner Aitchison at the hearing were 
Nelson Lee Smith of the New Harnpshire commission; Hugh 
White of the Alabama commission; Moie Cook of the Indiana 
commission, and Ernest O: Thompson of the Txeas commission, 
as members of a cooperative committee representing state 
regulatory bodies. 


Dr. Parmelee, who, it was announced, would be followed 
on the stand by J. R. Symes, vice-president of the Association of 
American Railroads, in charge of maintenance and operations, 
said that because of increased prices, the annual cost of ma- 
terials and supplies of all kinds used by the railroads, including 
fuel, was now approximately $140,865,000 greater than it was 
in May, 1933. That estimate, he said, took into account the 
Increases in the prices of iron and steel articles which had be- 
come effective within the past month. 


Among the facts brought out by Dr. Parmelee was that the 
amount of money received from the emergency charges from 
April 18, 1935, the date they became effective, to Dec. 31, 1935, 
was $74,411,385. In the first eleven months of 1936, he said, 
the return from the charges would be approximately $109,600,- 
664. He said that that sum was partly estimated because some 
returns even from October had not yet been received. It was 
estimated by him that it would take two months to have the 
complete figure. 

Resuming that part of his testimony relating to the cost of 
materials and supplies he said the cost of cross ties of all kinds 
and other forest products used by the railroads was now 38 per 
cent higher than it was in May, 1935, while for iron and steel 
products there had been an increase of 19 per cent, although for 
certain iron and steel materials which the railroads bought in 
great quantities, the increase in cost compared with May, 1933, 
ranged from nearly 25 per cent up to 42 per cent. Dr. Parmelee 
testified that the cost of various miscellaneous items was now 
nearly 22 per cent higher than in May, 1933. Included in this 
list were copper pipe and wire, journal bearings, pig lead, pig 
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tin, and pig copper, the cost of which compared with 1933 was 
one-third greater. Leather, rubber belting, boiler lagging and 
unmounted air brake hose, he said, cost approximately 27 per 
cent more than four years ago, while the cost of freight car 
paint, acetylene, oxygen, creosote oil, and certain other similar 
commodities was nearly 23 per cent higher. 

While the volume of freight traffic and the resulting rev- 
enues had shown an improvement in 1936, Dr. Parmelee said, 
they were still considerably below 1930, the first year of the 
depression. The net railway operating income of the Class I 
railways of the United States in 1935, he testified, amounted 
to $499,819,118, which was a return of only 1.93 per cent. The 
same railroads in 1934 had a net railway operating income of 
$462,652,379, or a return of 1.78 per cent. In the first eleven 
months of 1936, it amounted to $597,012,442, which was at the 
annual rate of return of 2.45 per cent. Class I railroads in 1930, 
however, had a net railway operating income of $868,878,773, or 
a return of 3.27 per cent on their property investment. Property 
investment, he said, was the value of road and equipment as 
shown by the books of the railways, including materials, sup- 
plies and cash. The net railway operating income was what 
was left after the payment of operating expenses, taxes, and 
equipment rentals, but before interest and other fixed charges 
were paid. 

Dr. Parmelee said that in 1935 about 51 per cent of the 
Class I railroads of the United States operated at a loss while 
about 49 per cent operated at a profit. 

Thirty-three railway companies of Class I were now in the 
hands of receivers or trustees, Dr. Parmelee testified, the total 
mileage in the hands of the courts being 26.9 per cent of the 
aggregate railway mileage of the United States. 

A five per cent increase in freight traffic would require the 
railroads to acquire 60,000 cars and put into service 800 more 
locomotives, declared Vice-President Symes in charge of opera- 
tions and maintenance for the Association of American Rail- 
roads. Present equipment, however, in his opinion, will take 
care of traffic. this winter. 


These declarations were made by Mr. Symes in answer to 
questions by R. V. Fletcher, vice-president and general counsel 
of the association in general charge of the case for the railroads. 
Mr. Symes was called to the witness stand to emphasize, from 
the operation point of view, the representations in support of 
the proposition that the railroads had to have more revenue. 

Ownership of both cars and locomotives, Mr. Symes said, 
was at the lowest point since prior to the World War. Addi- 
tional revenues, he said, were urgently needed, not only for the 
purchase of new equipment, but also for maintenance purposes 
to enable them to maintain adequate transportation. 


“The railroads,” Mr. Symes said, “had little difficulty in 
meeting freight car requirements from 1930 up to 1936 when 
increased demands for transportation facilities and a reduction 
in the number of serviceable freight cars made the matter of 
providing an adequate supply an active problem. Notwithstand- 
ing the installation of 39,556 new freight cars in the first eleven 
months of 1936 and a reduction of 49,633 cars in the number 
awaiting repair, both the ownership and the number of service- 
able cars on December 1, last, were the lowest since prior to 
the World War. This situation in part was due to the curtail- 
ment of car maintenance programs by the railroads and de- 
ferred car purchases due to the financial condition of the 
railroads since the depression began. It also was due to some 
extent to the fact that the railroads found that it was cheaper 
to retire certain obsolete equipment than to attempt to re- 
pair it.” 

Mr. Symes said the railroads were fortunate when the 
depression began in having their equipment and roadbeds in 
good physical condition, but that the time had now come when 
increased maintenance expenditures should be made. 

The number of freight cars and locomotives installed in the 
first eleven months of 1936, Mr. Symes said, was greater than 
for any calendar year since 1930. In the case of freight cars, 
however, he said the number placed in service in 1936 was 
nearly 75,000 below the average number installed annually in 
the seven-year period from 1923 to 1929, while for locomotives, 
the number installed in the first eleven months this year was 
nearly 2,000 under the seven-year average. 

Due to improvements that have been made in construction 
of locomotives and freight cars, and increased efficiency in 
operation which have been developed by the railroads, accord- 
ing to Mr. Symes, the reduction that has taken place in the 
number of locomotives and freight cars owned by the railroads 
has been to some extent counterbalanced. He added, however, 
that the reserve of serviceable freight cars and locomtives has 
just about reach the point where additional equipment must be 
placed in service. 

Expenditures for maintenance purposes in 1936, according 
to incomplete reports, were approximately $1,242,000,000, Mr. 
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Symes said. While this exceeded such expenditures for each of 
the years since 1930, it was only approximately one-half as 
much as the annual average for the seven years from 1923 to 
1929, inclusive. 

Mr. Symes said the Class I railroads in 1935 laid 575,874 
long tons of new rail compared with an annual average of 751,- 
110 long tons for the six-year period from 1930 to 1935, inclu- 
sive, and 1,977,772 long tons, the annual average for the 
seven-year period from 1923 to 1929, inclusive. Mr. Symes said 
installations of ties by the Class I railroads in the six-year 
period from 1930 to 1935, inclusive, averaged annually about 47 
million compared with 73 million annually in the seven years 
from 1923 to 1929, inclusive. 


“Get all the money you can,” was, in substance, the instruc- 
tion given to the men who made up the proposals now under 
consideration, according to D. T. Lawrence, chairman of the 
Trunk Line Association, and chairman of the Traffic Executives’ 
Association for the eastern district, who was in charge of the 
preparation of the proposals. He said that, in answer to a ques- 
tion by J. V. Norman. Mr. Lawrence expressed the belief that 
the proposed rates, if permitted to become effective, would 
result in an increase in revenues. But he pointed out that the 
increases were proposed with expiration dates showing that 
there was a question in the minds of traffic executives whether 
the proposed increases would do what was desired. Attaching an 
— date, he indicated, meant that the rates were to be 
tried. 

Mr. Lawrence admitted that if the Commission gave per- 
mission some of the increases might not be made. But, he added, 
he thought that 99 44/100 per cent of the increases proposed 
would be published if the Commission gave its assent. 

No estimate of the revenue result, Mr. Lawrence said, had 
been made. He believed, however, that some railroads had 
made a rough approximation of the result. But he said he was 
very sure that the increase in revenue would be less than the 
loss by reason of the expiration of the emergency charges. 

Wilbur LaRoe, Jr., asked to what extent these proposals 
followed in amount the emergency charges. The answer was 
that some were the same, some were higher, some lower and 
that in some instances increases were not proposed in rates 
which had been subject to the emergency charges. 


Mr. Lawrence, on account of questions asked about changes 
in Official Classification proposed by the railroads, undertook to 
illustrate the matter by explaining proposals made in their 
bearing on paper and paper articles. On account of what he 
considered the technical complexity of the matter, Mr. Law- 
rence reduced his explanation to writing, as follows: 


Occasional questions are being asked as to the compounding of in- 
creases due to the fact that the eastern lines have proposed to increase 
the measure of their fifth and sixth class rates from 35 per cent and 
27% per cent of first class respectively to 37% per cent and 30 per 
cent of first class respectively and have also proposed increases on some 
commodities rated fifth and sixth class. To make this matter clear by 
illustration I will speak about paper. 


Under the heading of column ratings and also under the heading 
of commodity rates it is shown that rates are to be increased 2 cents. 
Question is asked, where paper now actually moves at fifth or sixth 
class, whether it is in future to move at the increased fifth and sixth 
class rates, or at an increase of 2 cents, or the increased fifth and sixth 
class rates plus 2 cents. None of the paper referred to is rated sixth 
class in the official classification. Substantially all of it is rated fifth 
class. Any paper now moving at the fifth class rate as provided in the 
classification and not subject to any classification exception or com- 
modity rate is to move at the new fifth class rate. Any paper moving 
at column 27% or column 25 rates published as column rates is to have 
its rate increased 2 cents. However, growing out of the same pro- 
ceeding, in a portion of eastern territory certain paper moves at 27% 
per cent of first class published as a column rate and in another por- 
tion of eastern territory at the 6th class rate published in exceptions 
to the Official Classification. In practice, this gives the same treatment 
throughout the entire territory and there is no intention that this uni- 
formity shall be disrupted. Consequently, where that paper moves on 
exceptions stated as sixth class, we propose that in future it shall 
move at a new column to be provided which will equal 27% per cent 
of first class plus 2 cents and the exception sixth class will be cancelled. 
Some other paper moving in a portion of eastern territory at column 
25 rates and elsewhere at a rate stated as 90 per cent of 6th class 
will be similarly treated, i. e., where moving at 90 per cent of sixth 
class, it will hereafter move at a new column equal to column 25 plus 
2 cents and the 90 per cent of sixth class as an exception will be 
cancelled. 


J. E. Tilford, speaking for the roads in the southern dis- 
trict, submitted a 56 page statement containing a description 
of traffic on which the rates within and from and to southern 
territory had been changed in the six months between July 1 
and the end of 1936. The first fifty-five pages showed changes 
resulting in reductions. The other page showed changes which 
the statement said had resulted in increases. As a supplement 
to that statement changes in coal and coke rates were shown 
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separately. Four of its five pages showed reductions and the 
other increases. 

Another compilation submitted by Mr. Tilford showe 
changes in Southern Classification ratings and carload mining 
since January 1, 1928, the effective date of the rates ordered jp 
the Southern Class Rate Case, to December 24, 1936. 
compilation consisted of 172 pages, showing the remodeling rm. 
sulting from that case. 

Additional traffic testimony was given by R. C. Fyfe, chair. 
man of the Consolidated Classification Committee. He men. 
tioned, among other things, loss of tonnage on account of the 
liberalization of packing requirements by his committee anj 
the use of tank cars, in partial explanation of the failure of 
railroads to derive as much revenue as formerly. Answeri 
a question by Wilbur LaRoe, Mr. Fyfe said he thought both 
the railroads and shippers were benefited by the improvements, 

Statistical data were supplied for western railroads by 
L. G. Raymiller, assistant to L. C. Wettling, director of the 
Western Statistical Bureau. His testimony completed the gen. 
eral presentation in behalf of the railroads. 

In accordance with the program for the hearings befor 
the adjournment for President Roosevelt’s inauguration, coal 
was taken up immediately after the presentation in behalf of 
the railroads. Commissioner Aitchison, presiding, announced 
that the Commission had overruled the motions of parties to 
the 1927 lake cargo coal case to exclude testimony as to the 
reasonableness of the lake cargo coal rates. The commissioner 
said that that did not prevent the making of objections to 
testimony as and when offered. Commissioner Aitchison was 
prepared to listen to arguments on the motions but Mr. Gut- 
heim said Mr. Ballard and he were willing to submit the mat- 
ter on the papers filed at the time the motions were made. 

Roy S. Kern, chairman of the Central Freight Association 
Coal, Coke & Iron Ore committee, was offered by the carriers 
to justify their proposals in respect of bituminous coal. He 
covered rates on that sort of fuel to and within Central Freight 
Association territory. His testimony was confined to proposals 
in which the increase would not exceed 10 cents a ton. 


EXPLOSIVES CONFERENCE 


The Bureau of Explosives, 30 Vesey St., New York, has 
issued its docket No. 16, containing proposals for amendments 
to Commission regulations, pertaining to explosives and other 
dangerous articles, which became effective Oct. 1, 1930. It 
has given notice that a conference on the proposals will be 
held in its room, No. 1804, at 30 Vesey St., beginning at 10 
a. m. Jan. 26. The proposals listed include proposals for 
amendments that have been received since the conference that 
was held Oct. 6, 1936. 

The notice of this conference also carries a note to the 
effect that the next conference will be held May 19. It says 
that all items for inclusion in the docket to be considered May 
19 must be received by the bureau not later than April 20. At 
the May conference it is stated that it is hoped to present a 
proposed general revision of the regulations and specifications. 


NEW EXPLOSIVES REGULATIONS 


The Commission, by Commissioner McManamy, in No. 3666, 
regulations for the transportation of explosives and other dan- 
gerous articles, has prescribed new regulations for the trans- 
portation of explosives and other dangerous articles by rail in 
freight, express and baggage services, and by water and high- 
way, effective March 30. The new regulations also prescribe 
specifications for containers. 


An addition to the order of Nov. 6, 1934, pertaining to high- 
way regulations, is a rule T-135, saying: 


T-135. Tanks complying with specification 106A500 containing sul- 
phur dioxide or dichlorodifluoromethane may be transported on trucks 
when securely chocked or clamped thereon to prevent shifting, and pro- 


vided adequate facilities are present for handling tanks where transfer 
in transit is necessary. 


LOCOMOTIVE INSPECTION REPORT 


The Commission has issued the twenty-fifth annual report 
of the chief inspector of the Bureau of Locomotive Inspection 
for the fiscal year ended June 30, 1936. John M. Hall, chief 
inspector, pointed out that in the first year the locomotive 
boiler inspection act was effective, 1912, 91 persons were 
killed and 1,005 injured as a result of failure of some part oF 
appurtenance of the locomotive boiler, while in the fiscal year 
1936 only ten persons were killed and 80 injured as the result 
of such failure. He said the defective condition in which many 
locomotive boilers and their appurtenances were being operated 
when the act became effective was disclosed by the bureau's 
inspections. 
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LOSS OF OR INJURY TO GOODS 


(District Court, S. D. Iowa, Central Division.) That truck 
carrier did not carry cargo in its own trucks, from Nebraska 
to New York, but delivered cargo to connecting carrier at 
Chicago, held not to raise presumption of negligence when 
shipment was hijacked from custody of connecting carrier so 
as to impose liability for loss of cargo, where there was 
nothing in agreement which required carrier to transport cargo 
in any particular truck or by particular route or by particular 
agency other than by truck transportation, and bill of lading 
provided that carrier should have right in case of physical 
necessity to forward property by any carrier or route between 
point of shipment and destination. (Nebraska Co-Operative 
Creameries vs. Des Moines T. Co., 16 Fed. Supp. 853.) 

While stipulation requiring shipper to procure insurance 
for benefit of carrier in case of loss is void, carrier is entitled 
to benefits of stipulation in contract wherein carrier reserved 
to itself benefit of insurance which shipper might effect, al- 
though thereby carrier shifted from itself to insurer loss for 
which carrier was primarily responsible.—Ibid. 

Where shipper procured insurance giving insurer right to 
subrogation to shipper’s cause of action against carrier in 
breach of oral promise to carrier to procure insurance without 
warranty and for benefit of shipper and carrier, carrier, in 
action against it for loss of cargo, held entitled to offset as 
damages for breach of promise full amount of loss.—Ibid. 

In shipper’s action against truck carrier for loss of cargo, 
carrier could not defend on ground that shipper was fully re- 
imbursed from its insurer, since advancement made by in- 
surer to shipper under agreement whereby insurer was subro- 
gated to shipper’s right against carrier did not constitute a 
“payment.”’—Ibid. 

Shipper suing truck carrier for loss of cargo en route 
to New York from Nebraska could not claim that oral agree- 
ment requiring shipper to procure insurance and limiting car- 
rier’s liability was void under Nebraska statutes, since alleged 
attempt of statutes to limit liability in shipment would be 
direct burden upon interstate commerce and would be invalid 
in so far as shipment involved was affected.—lIbid. 


JONES RULE INAPPLICABLE 


Differing with the Commission as to applicability of the 
Jones combination rule on shipments of lumber and other forest 
products taking lumber rates, the Supreme Court of the United 
States, Jan. 4, in an opinion delivered by Justice Brandeis, in 
No. 100, W. P. Brown & Sons Lumber Co. et al., petitioners, 
vs. Louisville & Nashville Railroad Co., affirmed the U. S. Cir- 
cuit Court of Appeals for the sixth circuit which upheld a 
decision of the federal court for western Kentucky denying 
reparation to petitioners on the ground that the award was 
founded on an erroneous construction of the rule. The opinion 
follows: 


W. P. Brown & Sons Lumber Co. and other shippers brought in 
the Interstate Commerce Commission a complaint under section 16 of 
the Interstate Commerce Act, seeking reparation for alleged overcharges 
on shipments of lumber and other forest products taking lumber rates. 
They were awarded damages in the proceedings known as Wausau 
Southern Lumber Co. vs. Alabama Great Southern R. R. Co., 142 I. C. 
C. 521; 182 I. C. C. 731. The Louisville & Nashville Railroad and some 
other carriers refused to comply with the order. Then this suit was 
brought in the federal court for western Kentucky to recover the 
amounts awarded against them. The case was heard on demurrers to 
the amended petition and to certain paragraphs of the amended answer. 
The demurrer to the petition was sustained, and that to the answer 
overruled, on the ground that the award was founded upon an erro- 
neous construction of the so-called ‘‘Jones’’ or ‘‘Combination Rule’’ 
in the tariffs. The parties declining to plead further, judgment was 
entered dismissing the petition, 7 Fed. Sup. 593. That judgment was 
affirmed by the Circuit Court of Appeals, 82 F. (2d) 94. We granted 
certiorari (299 U. S. —) because of conflict with the decision of the 
Court of Appeals of the District of Columbia in Baltimore & Ohio 
R. R. Co. vs. Domestic Hardwoods, Inc., 65 F. (2d) 488. 

The shipments involved were from points in the south and south- 
west to points north. For such shipments there have long been com- 
monly available over connecting lines more than one, and often many, 
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through routes from each point of origin to destination. The interstate 
commerce act does not require that the rates on all routes shall be 
the same. Nor does it require that there be on each route a joint 
through rate. Sometimes, none of the tariffs for the several available 

routes specifies a joint through rate. Where no joint rate is specified, 

the tariffs for the through routes commonly provide that the through 

rate shall be the sum of the local rates of the several carriers con- 

tributing to the movement.' In 1918, the Director General of Railroads 

made, by General Order No. 28, a percentage increase of lumber rates 

in southern territory, limited to 5 cents per 100 pounds. Thus, a joint 
through rate could not be increased more than 5 cents. But when the 
lumber moved on a combination through rate, the 5-cent limit was 
applied to each factor in the combination. The result was that on 
combination through routes the increase was often doubled, or tripled. 

To avoid such a result, the so-called ‘‘Jones’’ or ‘‘Combination Rule’ 

was devised in February, 1919. Ever since, it has been commonly 
incorporated in tariffs.* 

The question for decision is whether the ‘‘Combination Rule’ 
applies to the shipments here involved. If it does not, there is no cause 
of action. If it does, the award was correct. The rule provides: 

‘“‘Where no published through rates are in effect from point of 
origin to destination on lumber... , carloads, and two or more com- 
modity rate factors . . . are used in arriving at the through rate for 
a continuous rail shipment thereof, such through rate will be arrived 
at in the following manner... .’’ [Then follows a formula.] 

When applied to the combination rate specified in the tariff, the 
formula effects a reduction thereof. While the combination rate itself 
is ordinarily, if not always, higher than the joint through rate, the 
effect of applying to it the Combination Rule would not necessarily 
produce equality in rates on the several routes. It might make the 
combination through rate lower than the published joint through rate. 
This is true as to many of the shipments here involved. The amended 
answer gave an example: Laurel, Miss., is a typical lumber shipping 
point; and Columbus, Ohio, a typical destination. The published 
through joint rate from Laurel to Columbus, applying via each of the 
several originating carriers at that point, was 43 cents per 100 pounds. 
A combination rate for the movement over other routes, unaffected 
by the Combination Rule, was 43% cents. If the combination rate were 
subjected to the Combination Rule, the rate over the combination 
route would be 40% cents. Thus the combination rate would be much 
less than the published joint through rate. 

Each of these shipments here involved might have been made over 
a route for which a joint through rate from point of origin to destina- 
tion had been published. Instead, the shipment was made over a route 
for which the rate specified in the tariff was a combination rate. In 
some instances the route had been designated by the shipper.* The 
carriers exacted the full combination rate. The shippers made recla- 
mation, on the ground that the Combination Rule applies in every 
case where no joint through rate has been published over the route 
selected for the movement. The Commission sustained the shippers’ 
claim. 

First. The rule declares that the prescribed formula is to be 
applied ‘‘where no published through rates are in effect from point of 
origin to destination.’’ The language used is not technical. The mean- 
ing of the words is clear. There is no ambiguity. The construction of 
these railroad tariffs presents, therefore, a question of law, not differ- 
ing in character from those presented when the construction of any 
other document is in dispute. Great Northern Ry. Co. vs. Merchants 
Elevator Co., 259 U. S. 285, 291. As, in each instance, there was avail- 
able some through route from point of origin to destination for which 
joint through rates had been published, the rule, by its terms, has no 
application. We so hold despite the construction given to the rule by 
the Commission. 

Second. The shippers contend that the construction given to the 
rule by the Commission is conclusive, because preliminary resort to 
the Commission was necessary. Texas & Pacific Ry. Co. vs. American 
Tie & Timber Co., Ltd., 234 U. S. 138; Loomis vs. Lehigh Valley R. R. 
Co., 240 U. S. 43; Northern Pacific Ry. Co. vs. Solum, 247 U. S. 477. 
They argue that such preliminary resort was necessary, since the 
interpretation and application of the rule involved (a) the exercise 
of sound administrative discretion as to technical and intricate mat- 
ters of tariff application and the relation of tariffs one to another; 


1Section 6 (1) of the interstate commerce act provides: “If no 
joint rate over the through route has been established, the several 
[connecting] carriers in such through route shall file, print and keep 
open to public inspection as aforesaid, the separately established rates, 
fares and charges applied to the through transportation.’’ Concerning 
through rates, see St. Louis Southwestern Ry. Co. vs. United States, 
245 U. S. 136, 139, 140, note 2. 

2B. T. Jones’ Tariff 228, I. C. C. U. S. 1, section 4. In Wausau 
Southern Lumber Co. vs. Alabama Great Southern R. R. Co., 142 I. C. C. 
521, 524, the Commission states: ‘‘The combination rule was originally 
published by the director general about seven months after the issuance 
of General Order No. 28, as an emergency tariff provision to avoid a 
double increase on certain commodities moving on combination rates, 
the separate factors of which had been increased by specific amounts. 
Shortly after the general increase of 1920 the rule was amended sub- 
stantially to reflect the increases then authorized. It was subsequently 
further amended to reflect the general reduction of 1922, and is still 
in effect.’’ 

3In some instances the claim rests upon a charge of misrouting. 
That is, the route not having been designated by the shipper, it was 
the duty of the initial carrier to select the route over which the rate 
was lowest. Compare Northern Pacific Ry. Co. vs. Solum, 247 U. S. 477, 
482. The carrier did not fail in that duty unless the Combination Rule 
applied. That is, there was no misrouting if the Commission’s con- 
struction was erroneous. 
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(b) the reasonableness of a practice of routing as between higher and 
lower-rated routes, and (c) uniformity in the application of rates, 
which is the paramount purpose of the interstate commerce act. But 
the argument is not sound. To determine whether the rule was appli- 
cable to the several shipments does not call for, or indeed permit, the 
consideration of any of these matters. The simple question for deci- 
sion, as to each shipment, is whether there existed ‘‘published through 
rates” ‘‘in effect from point of origin to destination.’’ The determina- 
tion of that question requires ordinarily merely the examination of the 
tariffs.‘ The enquiry would, in all respects, be like that commonly 
made by courts when called upon to construe and apply any other 
document. This is not a case like Standard Oil Co. (Indiana) vs. United 
States, 283 U. S. 235, 238, 239, where there was required ‘‘consideration 
of matters of fact and the application of expert knowledge for the 
ascertainment of the technical meaning of the words and a correct 
appreciation of a variety of incidents affecting their use.’’ Here, the 
shippers might have brought their action at law without resort to the 
Commission. 

Third. The shippers urge that the carriers are estopped from con- 
testing the interpretation given by the Commission to the Combination 
Rule, because in Cancellation Rule for Constructing Combination Rates 
on Lumber, etc., 81 I. C. C. 745, decided by division 3 in August, 1923, 
and affirmed on reargument before the full Commission December 2, 
1924, in 93 I. C. C. 614, the carriers vainly sought to have the rule 
modified so as to overcome the construction given by the Commission. 
The denial of their application left them remediless by administrative 
action; but that action in no way prejudiced their right to insist in the 
courts upon the construction of the rule for which they had contended. 

Fourth. The shippers urge that the interpretation given by the 
Commission should be followed by the court, because it embodies the 
settled administrative construction acquiesced in by carriers and ship- 
pers. It is true that the Commission has repeatedly declared its adher- 
ence to the construction for which the shippers contend. Many carriers 
acquiesced in that construction, in part possibly, because they preferred 
to take the lesser amount rather than risk losing the traffic. But the 
cases cited show that other carriers protested vigorously; and their 
protests have been persistent.° 

Fifth. The shippers urge, in support of the Commission's construc- 
tion, that if application of the Combination Rule is denied, many exist- 
ing routes, although remaining legally open, will be commercially 
closed (compare Virginian Ry. Co. vs. United States, 272 U. S. 658, 661), 
because the combination rates, if not reduced by the Combination Rule 
would be prohibitively high. Such considerations have no place here, 
where the sole question for decision is whether there exists a joint 
through rate over some route between the point of origin and destina- 
tion. If the route to which alone the joint through rate applies is 
deemed inadequate, there is ample power in the Commission to estab- 
lish by proceedings under paragraph 3 of section 15 of the act other 
through routes with joint rates. Likewise, if the rates on the combi- 
nation routes are deemed excessive, or discriminatory, there is ample 
power in the Commission, under other provisions of the act, to reduce 
the rates. Affirmed. 


*Compare Hohenberg vs. Louisville & Nashville R. R. Co., 46 F. 
(2d) 952, 955; Wheelock vs. Walsh Fire Clay Products Co., 60 F. (2d) 
415, 418; Hygrade Food Products Corporation vs. Chicago, Milwaukee, 
St. Paul & Pacific R. R. Co., 85 F. (2d) 113, 116. 

‘Compare Cancellation Rule for Constructing Combination Rates 
on Lumber, etc., 81 I. C. C. 745; 93 I. C. C. 614; McGowin-Foshee 
Lumber Co. vs. A. F. & G. Ry. Co., 95 I. C. C. 451; Moore-Marshall 
Lumber Co. vs. New Orleans & Northeastern R. R. Co., 112 I. C. C. 33; 
M. H. Gunther & Co. vs. Louisville & Nashville R. R. Co., 112 I. C. C. 
387; Milne Lumber Co. vs. New York Central R. R. Co., 152 I. C. C. 65; 
Held vs. Cleveland, C. C. & St. L. Ry. Co., 161 I. C. C. 413; Edward 
Eiler Lumber Co. vs. Missouri Pacific R. R. Co., 161 I. C. C. 415: 
Domestic Hardwoods, Inc., vs. Baltimore & Ohio R. R. Co., 168 I. C. C. 
753; Brabston vs. Louisville & Nashville R. R. Co., 176 I. C. C. 421. 

® The rule had little application until 1920 when large rate increases 
were authorized by Ex Parte 74, 58 I. C. C. 220. 


SHIPMENT OF CONVICT-MADE GOODS 


The Supreme Court of the United States in an opinion 
delivered Jan. 4 by Chief Justice Hughes upheld the constitu- 
tionality of the Ashurst-Sumners act of July 24, 1935, making 
it unlawful knowingly to transport in interstate or foreign 
commerce goods made by convict labor into any state where 
the goods are intended to be received, possessed, sold or used 
in violation of its laws. The case was No. 138, Kentucky Whip 
and Collar Co., petitioner, vs. Illinois Central Railroad Co., the 
petitioner having sought a mandatory injunction compelling the 
railroad to transport convict-made horse collars, harness and 
strap goods manufactured in Kentucky, the latter having re- 
fused to accept the shipments because of the provisions of the 
Ashurst-Sumners act. The Supreme Court affirmed the U. S. 
Circuit Court of Appeals for the sixth circuit, which had up- 
held the act in its entirety. 


MAINE POTATO MANDAMUS CASE 


The United States Court of Appeals for the District of 
Columbia, in No. 6690, United States ex rel. Maine Potato 
Growers’ & Shippers’ Association et al., relators and appellants 
vs. Interstate Commerce Commission and Bangor & Aroostook, 
in an opinion by Justice Groner, has affirmed the refusal of a 
writ of mandamus by the Supreme Court of the District of 
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Columbia, now the federal court for the District of Columbia, 
requiring the Commission to take up complaints of the relators, 
No. 25511 and 25679, pertaining to the rates on potatoes from 
points on the Bangor & Aroostook to Searsport, Me., for ship- 
ment beyond by water and dispose of them on their merits, 
The potato growers also asked the court to set aside the Com- 
mission’s orders of July 20, 1933, dismissing the complaints and 
its order of February 4, 1935, denying an application for further 
hearing. 

The complaining potato growers alleged that the Commis- 
sion, in dismissing the complaints and in refusing to reopen 
them, failed to do its duty in that, among other things, it failed 
to make findings as to why the complaints had been dismissed. 
The case was argued for the Commission by J. Stanley Payne, 
Joseph T. Sherier and Henry J. Hart for the Bangor & Aroos- 
took and by Wilbur LaRoe, Jr., for the relators. 


COMMISSION ORDERS 

Finance No. 11083, Chicago & North Western Railway Co. trustee 
abandonment. Petition for postponement of the effective date of the 
certificate, denied. 

Finance No. 10954, Southern Railway Co. proposed abandonment, 
Petition of the Southern Railway Co. for reopening and reconsideration 
of this proceeding, denied. 

Finance No. 8480, Kansas City Terminal construction. Time pre- 
scribed within which the Kansas City Terminal Railway Co. shall com- 
plete construction of an extension of its railroad in Jackson county, 
Mo., further extended to June 30, 1937. 

No. 27601, Illinois Coal Traffic Bureau vs. Alton et al. Sunlight 
Coal Co. and Northern Illinois Coal Corporation permitted to inter- 
vene. 

No. 27574, Coal Trade Association of Indiana vs. Algers, Winslow 
& Western et al. Sunlight Coal Co. and Northern Illinois Coal Cor- 
poration permitted to intervene. 

MC-F 128, Consolidated Motor Lines, Inc., purchase of operating 
rights and property of Simpson Transportation Lines, Inc. Rail car- 
riers in trunk line, New England, and Central Freight Association 
territories permitted to intervene. 

MC-F 172, Consolidated Motor Lines, Inc., purchase of operating 
rights and property of Norman H. Thompson, doing business as 
Thompson Motor Transportation Co. Rail carriers in trunk line and 
New England territories permitted to intervene. 

MC 50394, application of George Everett Heartz, doing business as 
Heartz Transportation Co., for a permit. Proceeding reopened for 
further hearing at a time and place to be designated by the Com- 
mission. 

No. 27547, Moultrie Chamber of Commerce vs. Southern et al. 
Savannah Traffic Bureau permitted to intervene. 

Finance No. 11405, Cumberland & Pennsylvania Railroad Co. bonds. 
Application for authority to issue $750,000 of 5 per cent first mortgage 
sinking fund bonds and to sell said bonds to the Consolidation Coal 
Co. dismissed without prejudice, the applicant having asked permission 
to withdraw application. 

No. 27608, Nebraska State Railway Commission vs. Union Pacific. 
Merchants’ Exchange of St. Louis permitted to intervene. 

Air Mail No. 22, American Airlines, Inc., Detroit-Indianapolis 
operation. Pennsylvania-Central Airlines Corporation permitted to 
intervene. 

No. 27069, charges for protective service to perishable freight. 
Petitions of Anheuser-Busch, Inc., et al., Wilson & Co., Inc., et al., 
John Morrell & Co. et al., Fairmont Creamery Co., Florida Rate 
Conference, Midwest Association of Meat Packers, American Dairies, 
Inc., et al., and Fruit Dispatch Co. et al., for broadening the scope 
of the further hearing directed by the order of Sept. 29, 1936, denied. 

Finance No. 10131, Spokane International Railway Co. reorganiza- 
tion. Petition filed on behalf of J. S. Farlee & Co., Inc., as a com- 
mittee representing a group of not exceeding twenty-five bona fide 
holders of first mortgage bonds of the Coeur d’Alene & Pend d’Oreille 
Railway Co. for leave to intervene, denied. 

Finance No. 11077, Brownsville & Matamoros Bridge Co. bonds. 
Order of June 26, 1936, authorizing applicant to issue not exceeding 
$170,000 of first mortgage 5 per cent bonds, vacated and proceeding 
dismissed on petition of applicant who stated the authority granted 
would not be exercised. 


SOCIAL SECURITY UNEMPLOYMENT TAX 


The Supreme Court of the United States, Jan. 4, refused 
to review No. 563, Davis vs. Boston & Maine, involving the 
constitutionality of Title LX of the social security act levying an 
excise tax on employers of eight or more persons, the proceeds 
of which are to be used in administering the unemployment 
compensation provisions of the law. The federal court for the 
district of Massachusetts dismissed the bill to enjoin payment 
of the tax. The petitioner, a stockholder of the railroad com- 
pany, sought review by the highest court of that decision prior 
to decision on it by the Circuit Court of Appeals. 


CHANGES IN DOCKET 


Hearing in No. 27582, assigned for January 7, at Jackson, Tenn., 
before Examiner Disque, was postponed to a date to be hereafter fixed. 

Hearing in MC 33087, set for January 11, at Chicago, Ill., was 
advanced to January 9, at the Hotel Sherman, Chicago, IIl., before Joint 
Board 46. 
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C. G. W. STOCK YARDS RATES 


The Traffic World Washington Bureau 


Arguments were made Jan. 6, in the strongly contested 
proceeding, I. and S. No. 4244, in the matter of live stock to or 
from Union Stock Yards, Chicago, by Bryce L. Hamilton, Ralph 
M. Shaw and Luther M. Walter for the respondents, Douglas 
F. Smith, for the protesting railroads, and Paul E. Blanchard, 
for Armour & Co., an intervener which was treated by the 
trunk lines other than the Chicago Great Western as greatly 
interested in the joint rate arrangement between the Chicago 
Great Western and the Union Stock Yard & Transit Co. Under 
that arrangement the Chicago Great Western offers to deliver 
live stock in the pens of the stock yard company. It offers 
to increase the compensation of the stock yard company from 
$1.25 and $1.50 for unloading by $3 in each instance for the 
performance of a complete unloading and yarding service. 
Nothing would be added to the rates to be paid by the shipper. 

Charges and countercharges of misrepresentation and 
failure to quote all a witness had said were made in the briefs 
and in the oral argument. The subject matter in controversy 
was that fifty or more years old question as to charges to be 
made in connection with the handling of live stock at the Union 
Stock Yards at Chicago. 

Protesting trunk lines contended that the joint rate ar- 
rangement between the Chicago Great Western and the com- 
mon carrier part of the stock yards company was another 
move by the stock yards company to increase its revenue from 
the service performed by it for the railroads in making deliv- 
eries of live stock by making increases in the payments to 
be made by the Chicago Great Western by 500 and 600 per 
cent. They pointed out that for many years up to 1920 the 
stock yards company received twenty-five cents for loading or 
unloading live stock but that since that time the stock yards 
company had been engaged practically all the time in trying to 
increase its revenues. They pointed to what they termed the 
community of interests between Armour & Co. and the stock 
yards company and treated the Chicago Great Western as be- 
ing willing to become a party to the arrangement. At one 
point in their brief they asserted that “some time ago the 
interests owning the yards company gained control of Armour 
& Co., with its great volume of traffic.” That declaration is 
—" by a recital intended to show how that control came 
about. 

Mr. Walter, speaking as trustee of the Chicago Great West- 
ern, contended that the question as presented in the proceeding 
was one of divisions between two common carriers, with the 
Chicago Great Western contending that what it proposed to 
allow for the services to be performed by the stock yards com- 
pany was reasonable considering the costs. His thought was 
that such a question did not warrant suspension of a joint 
rate tariff. He called on the Commission, if it thought any- 
thing was wrong, to institute an investigation in which the facts 
could be developed and what he called the “eternal stock 
yards charges question” could be settled. 

Commissioner Meyer asked whether, if the Chicago Great 
Western increased its payments to the stock yards company, 
other railroads would not have to do the same. 

“Not at all,” said Mr. Walter. “They can increase their 
payments or decline, as they will.” 


SOUTHERN INCREASES ALLOWED 


_Southern carriers, railroads and steamships were permitted 
to increase a large number of rates in the south Dec. 31, by 
amounts about equal to the emergency charges, which generally 
expired on that day. (See Traffic World, Jan. 2.) The in- 
creases were added to rates below what the railroads, in the 
defense of their tariffs, called the normal level. That level 
was the one prescribed or approved by the Commission in a 
number of big rate cases. 

Reductions made by the railroads to meet water and motor 
competition were restored, in part, by the tariffs that went 
into effect on the last day of 1936. The rates permitted to 
become effective were of the character of the transcontinental 
rates which the Commission permitted to become operative 
Dec. 24. (See Traffic World, Dec. 26, p. 1243.) Peace between 
the railroads and steamer lines made it possible for both to 
increase rates which had been reduced in the period of re- 
ciprocal rate cutting which came to an end about the time the 
railroads were preparing their papers asking for an extension 
of the emergency charges. 

_ These increases became a fact by reason of the Commis- 
sion’s refusal to suspend supplement No. 35 to Pope’s I. C. C. 
90, supplement No. 47 to his I. C. C. No. 1872 and others dated 
to be effective Dec. 31. Among other tariffs which the Com- 
mission refused to suspend were Agwi Lines’ I. C. C. 128, Mer- 
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chants’ & Miners’ I. C. C. No. 1410 and Ocean Steamship Com- 
pany of Savannah I. C. C. No. 824. 


In some instances the rates permitted to become operative 
are the rates as they stood Dec. 30 plussed by an amount equal 
to the emergency charge, which, as an emergency charge, ex- 
pired Dec. 31 and in others the amounts added to the rates in 
effect Dec. 30 were greater than the emergency charges. 


Under the tariffs permitted to become operative the prior 
rate on glass bottles, carloads, from Jackson, Miss., to Shreve- 
port, La., was 30 cents. The new rate is 33 cents. The old rate 
with the emergency charge added would have been 32.1 cents. 
Under the Commission’s decision in the Consolidated South- 
western case, the permissible rate, also called the normal rate, 
is 44 cents. 


Under the adjustment made Dec. 31 the rate of 21 cents 
on gasoline and kerosene from New Orleans, La., to Anguilla, 
Miss., became 22 cents. Under the decision in the Hoch-Smith 
Petroleum Case, 171 I. C. C. 286 the permissible or normal rate 
is 30 cents. 


The rates in effect Dec. 30 on fresh meats and packing 
house products from Albany, Ga., to Mobile, Ala., were 69 and 
50 cents respectively. With the emergency charges added they 
would have become 72 and 52 cents respectively. Under the 
tariffs allowed to go into effect they became 76 and 55 cents 
respectively. The normal or permissible less-than-carload rates 
are 107 and 69 cents respectively; on a minimum of 21,000 
pounds the normal or permissible rate on fresh meats is 60 
cents; packing house products, minimum 30,000 pounds, 44 
cents. 


Requests for suspension were received from shippers in- 
terested in glass bottles; petroleum products; green coffee; 
fresh meats and packing house products and crushed limestone. 


GRAIN TRANSIT AT BREAK POINTS 


Alleging that the Commission’s orders in the general grain 
rate investigation, No. 17000, part 7, created discriminations 
against millers at Minneapolis, Omaha, Atchison, Leavenworth, 
Kansas City and the Twin Cities, traffic men from mills at those 
points appeared at the hearing in docket No. 27580, Atkinson 
Milling Company et al. vs. Alton et al., before Examiners 
Mackley and Hall at Chicago January 5 to protest against that 
part of the order that excepted rate-break points from places 
where transit on grain eastbound might be accorded. 


As the situation existed, it was testified, grain could be 
and was shipped into the Missouri River markets and the Twin 
Cities on local rates and shipped eastward to Chicago on a pro- 
portional of 15 cents from the Missouri and 12 cents from the 
Twin Cities. On such shipments out of the primary markets, it 
was testified, the railroads were permitted to make transit 
arrangements at interior points but were forbidden by the 
order from making them at other rate-break points. The situa- 
tion most frequently used by witnesses as illustrative was that 
obtaining on the Missouri River. Grain could be shipped out 
of Omaha to Chicago via optional routes, some of which were 
through Kansas City. On such grain, transit was permitted by 
the Commission and was accorded by the railroads at all points 
but Kansas City, because Kansas City happened to be a rate- 
break point, it was testified. If the grain were stopped at 
Kansas City for milling or processing it would have to pay the 
full local rate of 9 cents between Omaha and Kansas City plus 
the full proportional of 15 cents beyond to Chicago, witnesses 
said. This, the witnesses alleged, was prejudicial against the 
Kansas City mills and preferential to the interior mills. 


A somewhat modified situation obtained at the Twin Cities, 
it was testified. There an exception had been granted by the 
Commission on wheat moving out of Duluth, Minn., and Superior 
and Itasca, Wis., on which the 12-cent proportional was pre- 
served on shipments destined for Chicago, Milwaukee, and 
related gateways. Millers at the Twin Cities, however, were 
also parties to the complaint and asked the extension of full 
transit privileges on all grains as well as the removal of the 
present restriction on the wheat transit which was not appli- 
cable to destinations intermediate to Milwaukee and Chicago. 


Several times, in cross-examination, the trend of the ques- 
tioning indicated that mills other than those involved in the 
complaint were apprehensive that the extension of transit ar- 
rangements to the rate-break points might be harmful to them. 
This was especially noted with reference to the southwest mills 
where the insistence seemed to be that the granting of the 
prayer of the complaint would imperil the rate structure. All 
questions along those lines met with vigorous objections from 
S. J. Wettrick, attorney for the complaining mills. The objec- 
tions were sustained on the assumption that southwestern 
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millers would have an opportunity to tell their story after all 
the complaining testimony had been entered. 

At the rate the testimony was going in, the estimate was 
that the hearing would run well into the second week. 


SUSPENDED TARIFFS 


In I. and S. No. 4287, the Commission has suspended from 
January 1, until August 1, schedules in supplement No. 1 to 
Jones’ I. C. C. No. 2944. The suspended schedules propose to 
establish a proviso in connection with the rules governing car 
demurrage charges applicable generally throughout the United 
States, which would permit rail carriers, at their option, to 
terminate the so-called average agreement arrangement for any 
breach of the terms thereof by shippers. 

In I. and S. No. 4288. the Commission has suspended from 
December 31 until July 31, schedules in supplements Nos. 154 
and 155 to joint tariff, Peel’s I. C. C. No. 2458, and I. C. C. 
No. 2590. The suspended schedules propose to establish a re- 
duced rate of 25 cents per 100 pounds on iron or steel rein- 
forcing bars, carloads, from Memphis, Tenn., to Little Rock, 
Ark., to meet motor-truck competition. 

In I. and S. No. 4289, the Commission has suspended from 
January 1 until August 1, schedules in supplement No. 17, 
Cummings’ I. C. C. No. 1219 and supplement No. 21 to the 
Atchison, Topeka & Santa Fe, I. C. C. No. 12555. The sus- 
pended schedules propose to revise class and commodity rates, 
which include pick-up and delivery service, and also to establish 
new rates, including such service, between points in California, 
Arizona, New Mexico and Texas, to meet purported motor- 
truck competition, which would result in increases and re- 
ductions. 

In I. and S. No. 4290, the Commission has suspended from 
January 1 to August 1, schedules in the New York Central 
(Line West) I. C. C.-L. S. No. 1907. The suspended schedules 
propose terminal allowances for switching cars at the plant of 
the United States Gypsum Co. (formerly the Culver & Port 
Clinton Railroad Co.), at Gypsum, O. 

In I. and S. No. 4291, the Commission has suspended from 
January 4 until August 4, schedules in supplement No. 18 to 
Kipp’s I. C. C. No. 1375. The suspended schedules propose to 
establish a reduced rate of 65 cents a 100 pounds, minimum 
80,000 pounds, on import carload shipments of Chinese herbs 
(mahaung) from north and south Pacific coast ports to Denver, 
Colo., and points eastward thereof to and including Chicago, 
Ill., Evansville, Ind., and Indianapolis, Ind., which would alter- 
nate with the present 90-cent rate, subject to a minimum 
weight of 40,000 pounds. 

In I. and S. No. 4292, the Commission has suspended from 
January 7 until August 7 schedules in supplements Nos. 85 
and 87 to Dodge’s I. C. C. No. 361. The suspended schedules 
proposed to reduce the proportional rates on interstate ship- 
ments of less than carload freight, all kinds, from various dis- 
tributing points in Texas and Shreveport, La., to interior Texas 
destinations, from the third class to the fourth class basis, to 
meet alleged motor truck competition. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended January 2 totaled 
587,953 cars—an increase of 25,735 over the preceding week, 
46,127 over the corresponding week in 1936, and 90,679 over 
the same week in 1935. Miscellaneous loading totaled 242,265; 
merchandise, less than carload, 132,592; coal, 131,137; grain 
and products, 25,727; live stock, 11,644; forest products, 25,075; 
ore, 8,969; coke. 10,544. 

Freight traffic for the railroads of the United States was 
greater in 1936 than in any year since 1931, according to the 
Association of American Railroads. 





The Traffic World 











Vol. LIX, No. 2 


Complete reports for the year showed that 36,063,307 cars 
were loaded with revenue freight in 1936. This was an in. 
crease of 4,559,173 cars, or 14.5 per cent, above the number 
loaded in 1935, an increase of 5,217,347 cars, or 16.9 per cent, 
above 1934, and 6,843,255 cars, or 23.4 per cent, above 1933. It 
also was an increase of 7,883,355 cars, or 28.0 per cent, above 
= but a reduction of 1,087,942 cars, or 2.9 per cent, under 
1931. 

ie Total loadings by commodities in 1936 compared with 1935 
ollow: 


Per Cent 

1936 1935 Increase 
Grain and grain products ...... 1,803,307 1,577,053 21.4 
ON SS ee 758,427 714,495 6.1 
RNS ero wee eh ein bs dt eic cate Gio ie 6,955,051 6,144,691 13.2 
6 bisa skis > ais bbic-ele es. <e 479,074 339,628 41.1 
POPOS PYOUMCES 6 cccccvcccssss 1,679,083 1,383,872 21.3 
Nid eit Se EWES ey oa oie en xa cWisa 6 1,618,974 1,036,432 56.2 
Biorchen@ise, 1. C. Ls. ......665% 8,266,896 8,080,675 2.3 
IE i uunclne a wien suai 14,502,495 12,227,288 18.6 
CE evecare stansdenkot wan 36,063,307 31,504,134 14.5 


Loading of revenue freight the week ended Dec. 26 totaled 
562,218 cars. This was an increase of 95,530 cars, or 20.5 per 
cent, above the corresponding week in 1935 and 136,814 cars, or 
32.2 per cent, above the corresponding week in 1934. 

Due to Christmas holiday, loading of revenue freight for 
the week of Dec. 26 was a decrease of 167,478 cars, or 23 per 
cent, below the preceding week. 

All districts reported increases, compared with the cor- 
responding weeks in 1935 and 1934. 

Loading of revenue freight in 1936 compared with two 
previous years and in 1930 follows: 


1936 1935 1934 1930 

4 weeks in January ...... 2,353,111 2,169,146 2,183,081 3,470,797 
5 weeks in February ..... 3,135,118 2,927,453 2,920,192 4,380,615 
4 weeks in March ........ 2,418,985 2,408,319 2,461,895 3,550,076 
4 weeks in April ......... 2,544,843 2,302,101 2,340,460 3,653,575 
5 weeks in May .......... 3,351,801 2,887,975 3,026,021 4,586,357 
4 weeks. tm June ......... 2,787,012 2,465,735 2,504,974 3,575,454 
4 weeks in July ......... 2,825,547 2,224,872 2,351,015 3,683,338 
5 weeks in August ....... 3,701,056 3,098,001 3,072,864 4,608,697 
4 weeks in September ... 3,061,119 2,628,482 2,501,950 3,840,292 
5 weeks in October ...... 4,095,623 3,565,051 3,147,988 4,668,611 
4 weeks in November ... 3,013,474 2,504,477 2,229,951 3,096,897 
Week of December 5 .... 744,957 638,518 551,485 744,353 
Week of December 12 ... 738,747 616,650 580,202 713,865 
Week of December 19 ... 729,696 600,666 548,478 536,292 
Week of December 26 562,218 466,688 425,404 614,860 

En ae soe 36,063,307 31,504,134 30,845,960 45,724,079 


Revenue freight loading by districts the week ended Dec. 


26 and for the corresponding period of 1935 was reported as 
follows: 


Eastern district: Grain and grain products, 4,488 and 4,113: live 
stock, 1,133 and 1,165; coal, 26,979 and 27,046; coke, 2,529 and 2,632; 
forest products, 1,457 and 1,416; ore, 1,123 and 502; merchandise, L. 
C. L., 33,286 and 30,921; miscellaneous, 56,600 and 43,901; total, 1936, 
127,595; 1935, 111,696; 1934, 101,410. 


Allegheny district: Grain and grain products, 2,698 and 2,271; live 
stock, 699 and 819; coal, 31,408 and 26,477; coke, 4,875 and 3,463; forest 
products, 924 and 550; ore, 1,985 and 639; merchandise, L. C. L., 
23,843 and 21,311; miscellaneous, 52,002 and 35,476; total, 1936, 118,434: 
1935, 91,006; 1934, 83,430. 

Pocahontas district: Grain and grain products, 174 and 156: live 
stock, 52 and 43; coal, 27,684 and 22,667; coke, 482 and 594; forest 
products, 464 and 270; ore, 77 and 41; merchandise, L. C. L., 4,544 
and 3,934; miscellaneous, 4,801 and 3,608; total, 1936, 38,278; 1935, 31,313; 
1934, 29,535. 


Southern district: Grain and grain products, 1,718 and 1,303; live 


Revenue Freight Car Loading—Week Ended Saturday, Dec. 26 


Grain and Live 
grain prod. stock Coal 
{ 1936 24,188 9,861 123,956 
Total all roads .........ss.e0. { 1935 19,744 9,817 117,574 
| 1934 17,941 11,358 108,422 
Preceding week Dec. 19 ......... 1936 33,807 14,767 162,439 
Per cent increase over ........... 1935 22.5 4 5.4 
Per cent decrease under ......... 1935 
Per cent increase over ........... 1934 34.8 14.3 
Per cent decrease under ......... 1934 13.2 
1936 ‘1,803,307 758,427 6,955,051 
‘ Cumulative 52 weeks to Dec. 26 | 1935 1,577,053 714,495 6,144,691 
| 1934 1,645,893 1,074,457 6,135,428 
Per cent increase over ........... 1935 21.4 6.1 13.2 
Per cent decrease under ......... 1935 
Per cent increase over ........... 1934 9.6 13.4 
Per cent decrease under ......... 1934 29.4 


Per cent to 15 year average 94.5. 


Forest Mdse. 

Coke products Ore L.C.L. Miscellaneous Total 
10,427 |28,399 7,523 132,989 224,875 562,218 
8,560 |17,067 3,465 119,353 171,108 466, 688 
5,811 11,810 2,196 119,478 148,388 425,404 
11,200 35,731 9,201 164,114 298,437 729,696 
21.8 66.4 117.1 11.4 31.4 20.5 
79.4 140.5 242.6 11.3 51.5 : 32.2 
479,074 1,679,038 1,618,974 8,266,896 14,502,495 36,063,307 
339,628 1,383,872 1,036,432 8,080,675 12,227,288 31,504,134 
333,017 1,148,929 793,169 8,241,390 11,473,677 30,845,960 
41.1 21.3 56.2 2.3 18.6 14.5 
43.9 46.1 104.1 3 26.4 16.9 
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stock, 778 and 619; coal, 16,283 and 16,029; coke, 575 and 341; forest 
products, 9,014 and 4,510; ore, 558 and 577; merchandise, L. C. L., 
92,942 and 19,993; miscellaneous, 30,487 and 21,594; total, 1936, 82,355; 
1935, 64,966; 1934, 60,948. 

Northwestern district: Grain and grain products, 5,576 and 5,166; 
live stock, 2,602 and 2,506; coal, 6,400 and 7,967; coke, 1,693 and 1,240; 
forest products, 8,257 and 5,274; ore, 406 and 179; merchandise, L. C. 
L., 16,110 and 14,511; miscellaneous, 23,122 and 17,411; total, 1936, 
64,166; 1935, 54,254; 1934, 48,610. 

Central Western district: Grain and grain products, 6,765 and 
4.663; live stock, 3,472 and 3,613; coal, 11,133 and 12,238; coke, 166 and 
151; forest products, 4,289 and 2,418; ore, 2,927 and 1,313; merchandise, 
L. C. L., 21,676 and 19,010; miscellaneous, 32,919 and 29,287; total, 
1936, 83,347; 1935, 72,693; 1934, 66,207. 

Southwestern district: Grain and grain products, 2,769 and 2,072; 
live stock, 1,125 and 1,052; coal, 4,069 and 5,150; coke, 107 and 139; 
forest products, 3,994 and 2,629; ore, 447 and 214; merchandise, L. C. L., 
10.588 and 9,673; miscellaneous, 24,944 and 19,831; total, 1936, 48,043; 
1935, 40,760; 1934, 35,264. 


BUDGET TRANSPORT ESTIMATES 


The Traffic World Washington Bureau 


The budget submitted to Congress January 8 by the Presi- 
dent carries an estimate of $7,939,500 for the Commission for 
the fiscal year ending June 30, 1938, as against $7,089,550 for 
the present fiscal year. 

The total estimate for the next fiscal year includes the 
following: Motor carrier regulation, $2,450,000; general ex- 
penses, $2,544,000; regulating accounts, $852,000; safety, 
$506,000; signal safety systems, $41,500; locomotive inspection, 
$471,000; valuation, $700,000; air mail regulation, $200,000; 
printing and binding, $175,000. 

The President recommended continuation of the three-cent 
postage rate for first class mail other than for local delivery. 

Other appropriation estimates submitted included $385,765 
for the National Mediation Board; $2,325,000 for the Railroad 
Retirement Board; $9,460,000 for the Bureau of Air Commerce 
of the Department of Commerce. 

For river and harbor work and flood control an estimate 
of $143,322,101 was submitted. No estimate was submitted 
for the Maritime Commission, as it was stated that it esti- 
mated it would have on hand sufficient funds for 1938 fiscal 
year operations. 

An estimate of $181,500,000 was submitted for highway 
improvements and elimination of grade crossings. 


RAILROADS AND LABOR 


The Traffic World Washington Bureau 


Urged by President Roosevelt to attempt to find a satis- 
factorv solution of the railroad pension vroblem. J. J. Pelley, 
president of the Association of American Railroads, and George 
M. Harrison; chairman of the Railway Labor Executives’ Asso- 
ciation. according to correspondence made public at the White 
House late Jan. 4. informed the President that arrangements 
were being made for such a conference. The first meeting was 
scheduled for Jan. 7. 

Intimations that the question of pensions for railroad em- 
ployes might be made the subject of conferences between repre- 
sentatives of management and labor with a view to reaching an 
agreement that would mean acceptance by managément of a 
national railroad pension scheme and dropping of the litiga- 
tion attacking the constitutionality of the present pension legis- 
lation had been made in the last few weeks (see Traffic World, 
Dec. 26, p. 1251, and Jan. 2, p. 13). 

It had been indicated that the subject of pensions prob- 
ably would be taken up in the conferences management and 
labor planned to hold to consider reaching agreements on vari- 
ous subjects. The President’s letter with respect to the pension 
question was dated Dec. 28. Arrangements for the conferences 
referred to were being made prior to that date. Intervention 
by the President with respect to the pension matter, it is pointed 
out, directs more attention to the pension matter than otherwise 
would be the case, and gives it a different status from what 
would be the case if the President had not written his letter 
urging that an agreement on pensions be reached, if possible. 

If railroad management agrees to a pension plan, it is 
expected it will ask that labor drop its demand for passage 
by Congress of a six-hour dav bill. Agreement on the pension 
problem would pave the way for an increase in railroad employ- 
ment and labor would benefit on that account in addition to 
retired employes receiving pensions. 

More than 50,000 employes, it is estimated, are now eligible 
to be pnensioned. and their retirement would open manv jobs 
for railroad men. Few active railroad emploves now eligible 
for pensions have given up their jobs, because of the uncertainty 
due to the litigation involving the pension legislation. If that 
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doubt were removed, it is expected that thousands would re- 
tire. The President’s letter to the heads of the management 
and labor groups follows: 


For several years the establishment and operation of a system of 
retirement annuities has been under consideration by the railroads and 
their employes. Because the legislation undertaken for the purpose of 
arranging for the payment of retirement annuities has been involved in 
litigation, efforts to resolve the issues through mutual discussion have 
been postponed. 

The railroads and their employes have shown great aptitude in the 
cooperative solution of their problems. I sincerely hope that the re- 
tirement annuity problem can be resolved in the same manner. I there- 
fore urge upon you the desirability of a conference between representa- 
tives of the railroads and of the railroad employes to consider the re- 
tirement problem and attempt to find a satisfactory solution. 

The taxes under the carrier and carrier employe tax act expire on 
February twenty-eight next and further consideration of this whole 
subject by Congress will be necessary early in the next session. In 
order that Congress might have the benefit of joint recommendations, 
I suggest a conference on these matters. 

The Railroad Retirement Board has collected a wealth of informa- 
tion bearing on the problems which would be considered by such a 
conference and has in its possession all the relevant records compiled 
by the Federal Coordinator of Transportation. Its technical facilities 
can doubtless be of much value to such a conference and I am, there- 
fore, requesting the board to offer assistance in arranging for a con- 
ference, to make its information available and to render whatever aid 
it can to the conferees. 

In view of the general desire that there may be an amicable solu- 
tion reached, I hope that you will take an interest in attempting to 
bring about that result. 


Mr. Pelley, in his letter to the President, said: 


In accordance with your suggestion, arrangements are now ac- 
tively under way for a meeting of representatives of management and 
employes for the purpose of considering this subject. We hope to hold 
this meeting about mid-January, and you may be assured that, when 
it is held, full and thorough consideration will be given the suggestions 
which you very kindly offer and outline in your letter. 

In this connection, permit me to take occasion to express our ap- 
preciation for what you have to say as to the aptitude of railroad man- 
agement and employes in considering and dealing with their problems 
of mutual interest in a cooperative way. At the same time, we wish 
also to thank you for your manifest interest and help at all times in 
doing everything that can consistently be done to assist in helping 
solve this and other problems of industry. 


“It will be our purpose,” wrote Mr. Harrison, “to exert 
every effort in the direction of reaching a satisfactory under- 
standing. with the representatives of the carriers. I thank you 
for your interest in this matter and want you to know that 
your assistance, counsel and advice is greatly appreciated.” 

After the joint conference January 7, of representatives of 
the railroads and labor, headed by Mr. Pelley and Mr. Harri- 
son, respectively, a joint statement was authorized by Pelley 
and Harrison stating that the meeting had been held “in 
compliance with the suggestion made by President Roosevelt in 
identical letters sent by him on Dec. 28 to Mr. Harrison and 
Mr. Pelley.” 


“Matters of mutual interest were discussed but no final 
conclusions were reached,” said the statement. “For the most 
part, the discussion was of a general nature with a view of 
canvassing the scope of the matters which can be considered 
at further joint conferences. Among the matters considered 
was the railroad retirement act situation.” 

Representatives of labor who attended the conference were 
Mr. Harrison; J. A. Phillips, Order of Railway Conductors; 
B. M. Jewell, Railway Employes’ Department, A. F. of L.; E. J. 
Manion, Order of Railway Telegraphers;: and Captain James J. 
Delaney, president, Masters, Mates, and Pilots of America. 

Representatives of the railroads who attended the con- 
ference were: Mr. Pelley: M. W. Clement, president of the 
Pennsylvania; Charles E. Denney, president of the Erie: J. B. 
Hill, president, Louisville and Nashville; George B. Elliott, 
president of the Atlantic Coast Line; L. W. Baldwin, chief 
executive officer. Missouri Pacific Lines; and H. A. Scandrett, 
trustee of the Chicago, Milwaukee, St. Paul and Pacific. 


There was speculation following the White House dis- 
closure of the Roosevelt-Pelley-Harrison correspondence on 
using the conference method to dispose of the railroad pension 
problem as to whether the President or somebody else ini- 
tiated the movement. 

The view was held in one quarter that probably the Presi- 
dent “intervened” at the suggestion of the Railroad Retirement 
Board, and that this move on the part of the President was 
welcomed by the leaders of organized railroad labor and pos- 
sibly also by the leaders of the management group. 

Railroad management, it is pointed out, is faced by a 
“labor” government—that is, organized labor stands “ace high” 
at the White House and in Congress. Facing such a situation, 
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it wishes, if possible, according to this line of reasoning, to 
deal with labor with a view to reaching reasonable accords on 
some disputed questions and have the rest dropped. Therefore, 
it is said, the move was made to bring about conferences for 
the discussion of differences in the hope that adjustments might 
be reached on bases the railroads could afford to meet. This 
was the reason, it is said, for the meeting of the rail executives 
and labor heads Dec. 18. 

At the time this approach to the rail labor problem was 
being developed, it is said, it had not been determined that 
the rail pension problem, for instance, would be specifically 
taken up for settlement. Railroad pension advocates, however, 
no doubt realized advantages in having the “spotlight” thrown 
on that problem and there, it is believed by some, is where 
the President came into the picture, assenting to a suggestion 
that he write both sides and urge that agreement be reached. 

There is no doubt, it is believed, that the government has 
concern as to its winning the railroad pension litigation in 
the Supreme Court. An agreement between management and 
labor on a national pension system, therefore, would be a cer- 
tain victory for the pension advocates in and out of the govern- 
ment, and furthermore, the agreement could be pointed to 
by the President as an example of what management and labor 
can do when they “get around the table.” 

Now, this line of reasoning goes, rail management, if it 
reaches an agreement with labor on the pension problem—for 
which it will be praised by the President—may hope for sup- 
port from the President in blocking approval of such a measure 
as the six-hour day. The argument may be made that, in view 
of their financial condition and their financial outlook for 
some time to come, the railroads will have taken on a sub- 
stantial burden in agreeing to establishment of a national pen- 
sion system, and should therefore have consideration as to 
other burdens being imposed on them, and their hope would 
be that the President would stand by them in such a situation 
and urge labor to be reasonable. 


The opinion has been expressed that rail management will 
not “get off’ by simply agreeing to a pension system—that 
labor also will have to get an increase in wages—possibly a 
small increase but an increase. Pensions and an increase in 
wages may be the price the railroads will pay in the end, it 
is pointed out, to obtain an “accord” that will mean the 
abandonment by labor of the remainder of its railroad legis- 
lative program which is headed by the six-hour day bill. 


TRANSPORTATION BILLS 


A number of organized railroad labor’s “make-work”’ bills 
and the Pettengill long-and-short haul bill were among the first 
bills introduced at the opening session of the Seventy-fifth 
Congress. 

The number of the Pettengill bill, introduced by Repre- 
sentative Pettengill of Indiana, providing for repeal of the 
long-and-short haul clause of the fourth section is H. R. 1668. 
It was referred to the House committee on interstate and for- 
eign commerce. 

Representative Griswold introduced H. R. 144, the “full 
crew” bill, and H. R. 147, the train length limit bill. 

Representative Crosser introduced H. R. 185, providing for 
installation of various safety devices in connection with opera- 
tion of the railroads, and H. R. 208, providing for inspection 
and investigation of conditions prevailing in train dispatching 
offices and train dispatching service, and for the promulgation 
of necessary rules and regulations governing the working condi- 
tions of train dispatchers. 

Representative Mapes introduced H. R. 1528, requiring 
railroads to maintain track bridges and appurtenances thereto 
in safe and suitable condition. 

A bill, H. R. 159, to provide for the location and survey 
by the Bureau of Public Roads of a system of three transcon- 
tinental and six north-south highways was introduced by Rep- 
resentative Snyder of Pennsylvania. 

Representative Beiter introduced H. R. 173, a bill to au- 
thorize the federal government to contribute funds for the im- 
provement of a section of the New York State Barge Canal, 
provided the state of New York makes an appropriation of 
$10,000,000 for the same purpose. 

Representative Smith, of Washington, introduced a bill, 
H. R. 222, to render traveling by sightless persons safer and 
more convenient by entitling them to be accompanied by “see- 
ing-eye” dogs on interstate transportation facilities without 
additional cost. 

Representative Green, of Florida, introduced H. R. 1505, a 
bill for the completing of the construction of the ship canal 
across Florida. 

Representative Dirksen introduced H. R. 1628, a bill to 
amend the interstate commerce act to prohibit reduction of 
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freight rates from rail shipment points on account of indirect 
water competition. 

A bill, H. R. 1638, to limit appointments hereafter made to 
the Commission so that not more than one individual from any 
one federal land-bank district shall serve thereon was intro- 
duced by Representative Fulmer. 

Representative Knutson introduced a joint resolution, H. J. 
Res. 74, providing for an inquiry as to whether coastwise traffic 
should be subject to regulation by the Commission. 

Representative Peterson, of Florida, introduced H. R. 1530, 
a bill to provide for the protection and conservation of equities 
or rights of the government resulting from railroad land grants, 
Under the bill an agency would be set up in the Department of 
Justice for the purpose of ascertaining completely the railroads 
over which government shipments may move at reduced rates, 
The bill was passed by the House at the last session. 

Senator McCarran, of Nevada, advocate of regulation of 
air commerce by the Commission, again proposed such regu- 
lation in S. 2, a bill to amend the interstate commerce act by 
providing for regulation of the transportation of passengers 
and property by aircraft in interstate commerce. 

Senator Lonergan, of Connecticut, introduced S. 13, a bill 
to prevent the pollution of navigable water of the United States; 
S. 15, a bill relating to the deposit of refuse in the navigable 
waters of the United States; S. 18, a bill to establish a National 
Safety Standards Commission, to reduce the danger of accidents 
at highway grade crossings and drawbridges; and S. 19, amend- 
ing section 26 of the interstate commerce act with respect to 
safety devices. 

Senator Barkley, of Kentucky, introduced S. 29, imposing 
requirements on railroads with respect to safety devices, one of 
railroad labor’s bills. Senator McCarran introduced S. 639, 
limiting length of trains. Senator Neely, of West Virginia, 
introduced S. 152, the “full crew” bill. Senator Black, of Ala- 
bama, introduced his 30-hour week bill, S. 175. 

Senator Russell, of Georgia, introduced S. 105, a bill to 
encourage uniformity of highway traffic regulation and the 
promotion of safety on public highways, and to aid in the 
establishment and maintenance of state highway patrols. 

Senator Hatch, of New Mexico, introduced S. 325, a bill to 
prohibit shipment and transportation in interstate or foreign 
commerce of cannabis and its derivatives and compounds. 


RAILROADS AND SIX-HOUR DAY 


The Association of American Railroads has issued a pam- 
phlet entitled, “The Six-Hour Day Proposed for Railroads—an 
Impossible Burden.” 

“A bill to establish a six-hour day with eight hours’ pay 
for railroad employes will be pressed for passage at the 1937 
session of Congress,” says the association. 

“The immediate effect of such an effort to put men on the 
payrolls by force of law would be to increase railroad operat- 
ing expenses hundreds of millions of dollars a year and to pile 
up huge deficits in the industry. 

“The future is promising, but all grounds for optimism 
would be completely destroyed by short-sighted legislation plac- 
ing intolerable burdens on the railroads,” it continues. 

Burdens imposed by a six-hour day would finally result 
in fewer rather than more railroad jobs, it is contended. 

The association also emphasizes that by picking out rail- 
road employes for a six-hour day there is unwarranted dis- 
crimination against railroads. 

“This does not mean, of course,” it says, “that there should 
be a six-hour day for all industry, but it does mean that any 
question of a shorter day must be recognized as one relating 
to all industry and that a single branch of industry cannot be 
selected for special and discriminatory treatment in. this 
respect.” 

It is asserted the proposed bill, in the long run, would not 
increase the number of railroad employes, but it would in- 
crease the hourly wage rate of those employes by 3314 per cent. 
That rate, it is stated, measured in dollars and cents, is now 
as high as it was in the boom year of 1929, and measured in 
purchasing power, even higher, since the purchasing power of a 
dollar in 1935 was 20 per cent greater than in 1929. 

Statements made by Joseph B. Eastman, as Federal Co- 
ordinator of Transportation, and as a member of the Commis- 
sion, questioning the wisdom of labor’s drive for increasing 
employment through “make-work” measures are quoted in the 
pamphlet. 


Using the Commission’s method of calculation in its report 
on the six-hour day proposal as to the cost of a six-hour day, 
the association said that for 1936, if such a law had been in 
effect, the increase in operating expenses of Class I roads 
would have been approximately $400,000,000. Statistics on 
railroad earnings are included in the pamphlet to show what 
such an increase in expenses would do to the railroads. 
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January 9, 1937 


If the six-hour day had been in force in the period 1931- 
1935, says the association, there would have been a deficit on 
Class I roads of $1,806,653,000, instead of a deficit in net in- 
come of $19,652,697. 


SIX-HOUR DAY AND THE FARMER 


The Transportation Association of America has issued the 
first of four pamphlets dealing with proposed legislation pre- 
scribing a six-hour day for railroad workers. It deals with the 
question from the point of view of the farmer. Succeeding 
studies will consider the matter from the point of view of the 
security holder, the railroad employee, and the shipper. 

The study dealing with the six-hour day and the farmer, 
issued January 9, asserts that rail and highway transportation 
are equally important to the farmer. It is the railroad that 
opens the wider market to the farmer, it says, and increases 
his opportunities. Hence, he should be interested in anything 
that affects the welfare of the railroads. 

The study then analyzes the predicted results of six-hour 
day proposals with reference to the revenues and expenses of 
the railroads, quoting the Commission’s figures. It also points 
out that, should such restrictions be put on the railroads by 
legislation, it would “only be a matter of time until require- 
ments imposed by law on the railroads similarly would fall 
upon other kinds of transport.” There are two reasons why the 
railroads cannot meet the extra cost of such work-day restric- 
tions, the study says. The first is the fact that, at no time 
since 1930, have the railroads had a net income sufficient to 
meet those costs, and the second the fact that current rail liabili- 
ties exceed assets, leaving no capital reserve to meet them. 

The only reasonable assumption, therefore, the study con- 
cludes, is that the added cost must be paid by shippers. On 
the basis of the apportionment of specific types of rail traffic 
in 1930, it is pointed out, 12.4 percent of such cost would fall 
on agriculture, calculated on the 1930 basis as $78,405,400. 

According to figures quoted, earnings of rail workers are 
the second highest in American industry, being exceeded only 
by the tire and tube industry and there by only 10 cents a 
week. Railroad labor has always been the beneficiary of special 
legislation, the study says, citing a long list of laws adopted 
for its benefit. Not a little of the present level of freight rates, 
50 percent higher than in 1916, is due to the Adamson act, 
adopted in that year, the study adds. It tabulates figures show- 
ing that, in 1916, the ratio of rail revenue dollars paid to labor, 
on the one hand, and to property and investment, on the other, 
was 56.8 percent to 43.2 percent and that that ratio has changed 
until in 1935 it was 71.5 percent to labor and 28.5 percent to 
property and investment. In the same period it is shown that 
the average annual wages of rail workers increased from $891 
to $1653 and this increase is attributed chiefly to an increase 
in railroad investment for each employee from $10,708 in 1916 
to $25,860 in 1935. 

In conclusion, the study states the problem, as it affects 
the farmer, in a series of questions, as follows: 


1. Does the farmer want the most important part of the system 
that gives him access to distant markets weakened? 

2. Does the farmer want the possibility of government ownership 
and operation of railroads increased by making it harder for the rail- 
roads to be financially successful as private enterprise? 

3. Since railroad employees are a privileged class of labor and are 
receiving the highest wages in railroad history, should transportation 
rates be increased solely to pay them more? 

4. Would not a six-hour day for railroad labor so increase trans- 
portation costs that it would lead to fewer jobs on railroads because 
the higher costs would deprive the roads of business and bring about 
wider use of labor-saving devices and methods? 

5. If wages and hours are fixed by law for railroads would this not 
threaten similar treatment of other transportation used by farmers? 

6. Should farmers and other patrons of railroads make further 
sacrifices to pay great increases to railroad labor if there is no change 
in the tansportation service that promises economic justification of a 
higher price? 

7. If high earnings of railroad labor are made possible by great 
capital investments, how can the earnings of labor be sustained if rail- 
roads are so impoverished that they cannot attract capital to support 
these investments and provide modern services? 

8. Wth more machinery for collective bargaining on railroads than 
in any other industry, why should the unions seek legislation and 
ignore this machinery? 

9. With over twelve million persons on farms already at a great 
economic disadvantage in comparison with one million employed on 


railroads, should the disadvantages of those on farms be further 
increased ? 


INVESTIGATION OF RAILROADS 
The Senate interstate commerce committee did not resume 
hearings Jan. 6 in its investigation of railroads as had been 
planned. 
It probably will be resumed Monday. 
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RAILROAD EARNINGS 


Class I railroads of the United States in the first eleven 
months of 1936 had a net railway operating income of $597,- 
012,442, which was at the annual rate of return of 2.45 per 
cent on their property investment, according to reports filed 
by the carriers with the Bureau of Railway Economics of the 
Association of American Railroads. 

In the first eleven months of 1935, their net railway operat- 
ing income was $450,880,560 or 1.85 per cent on their property 
investment, and in the first eleven months of 1930, their net 
railway operating income was $820,214,052 or 3.38 per cent on 
property investment, according to the bureau, which adds: 


Property investment is the value of road and equipment as shown 
by the books of the railways including materials, supplies and cash. 
The net railway operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

This compilation as to earnings for the first eleven months of 1936 
is based on reports from 140 Class I railroads representing a total 
of 236,831 miles. 


Gross operating revenues for the first eleven months of 1936 totaled 
$3,680,469,173 compared with $3,154,159,464 for the same period in 1935, 
and $4,306,580,010 for the same period in 1930, an increase of 16.7 per 
cent in 1936 above 1935, but 25 per cent below 1930. Operating expenses 
for the first eleven months of 1936 amounted to $2,674,033,559 compared 
with $2,368,566,462 for the same period in 1935, and $3,636,468,116 for 
the same period in 1930. Operating expenses for the first eleven months 
of 1936 were 12.9 per cent greater than in the same period of 1935, 
but 26.5 per cent below 1930. 

Class I railroads in the first eleven months of 1936 paid $286, 
546,108 in taxes compared with $222,233,765 in the same period in 
1935, and $328,645,340 in the same period in 1930. For the month of 
November alone, the tax bill of the Class I railroads amounted to 
$26,495,242 an increase of $8,442,558 or 46.8 per cent above November, 
1935. 

Twenty Class I railroads failed to earn expenses and taxes in the 
first eleven months of 1936, of which eight were in the Eastern District, 
three in the Southern District and nine in the Western District. 

Class I railroads for the month of November alone had a net rail- 
way operating income of $72,410,571, which, for that month, was at the 
annual rate of return of 3.40 per cent on their property investment. 
In November, 1935, their net railway operating income was $54,224,290 
or 2.54 per cent on investment, and in November, 1930, was $61,175,416 
or 2.88 per cent return on investment. 

Gross operating revenues for the month of November amounted to 
$358,547,561 compared with $301,341,243 in November, 1935, and $394,- 
261,533 in November, 1930. Operating expenses in November totaled 
$248,285,121 compared with $218,651,481 in the same month in 1935, and 
$295,812,115 in November, 1930. 


Eastern District 


Class I railroads in the Eastern District for the first eleven months 
in 1936 had a net railway operating income of $350,141,094, which was 
at the annual rate of return of 3.08 per cent on their property invest- 
ment. For the same period in 1935, their net railway operating income 
was $279,469,256 or 2.46 per cent on their property investment while in 
1930 it was $416,555,979 or 3.78 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the Eastern Dis- 
trict for the first eleven months in 1936 totaled $1,854,977,929, an in- 
crease of 16.2 per cent compared with 1935, but a decrease of 23.8 per 
cent compared with 1930. Operating expenses totaled $1,301,333,086, 
an increase of 13.1 per cent above the same period in 1935, but a de- 
crease of 27.9 per cent under the first eleven months of 1930. 

Class I railroads in the Eastern District for the month of November 
had a net railway operating income of $39,554,659 compared with $30,- 
688,941 in November, 1935, and $28,102,384 in November, 1930. 


Southern District 


Class I railroads in the Southern District for the first eleven months 
of 1936 had a net railway operating income of $71,492,005, which was 
at the annual rate of return of 2.46 per cent on their property invest- 
ment. For the same period in 1935, their net railway operatin gincome 
amounted to $48,183,288, which was at the annual rate of return of 
1.64 per cent on their property investment, and for the same period 
in 1930 was $79,637,041 or 2.63 per cent on investment. Gross operating 
revenues of the Class I railroads in the Southern District for the first 
eleven months in 1936 amounted to $453,751,913, an increase of 15.7 
per cent compared with the same period in 1935, but a decrease of 23.5 
per cent under the same period in 1930. Operating expenses totaled 
$338,099,132, an increase of 9.5 per cent above the same period in 1935, 
but a decrease of 27.4 per cent under 1930. 

Class I railroads in the Southern District for the month of Novem- 
ber had a net railway operating income of $9,152,468 compared with 
$5,390,059 in November, 1935, and $6,472,898 in November, 1930. 


Western District 


Class I railroads in the Western District for the first eleven months 
in 1936 had a net railway operating income of $175,379,343, which was 
at the annual rate of return of 1.75 per cent. For the same eleven 
months in 1935, the railroads in that District had a net railway oper- 
ating income of $123,228,016, which was at the annual rate of return 
of 1.22 per cent, and for the same period in 1930 was $324,021,032, or 
3.16 per cent on investment. Gross operating revenues of the Class I 
railroads in the Western District for the first eleven months’ period in 
1936 amounted to $1,371,739,331, an increase of 17.7 per cent above 
the same period in 1935, but a decrease of 27.0 per cent under the 
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same period in 1930. Operating expenses totaled $1,034,601,341, an in- 
crease of 13.8 per cent compared with the same period in 1935, but a 
decrease of 24.3 per cent under the same period in 1930. 

For the month of November alone, the Class I railroads in the 
Western District reported a net railway operating income of $23,703,- 
444 compared with $18,145,290 for the same roads in November, 1935, 
and $26,600,134 in November, 1930. 


CLASS | RAILROADS—UNITED STATES 
Month of November 


1936 1935 1930 
Total operating revenues ...$ 358,547,561 $ 301,341,243 $ 394,261,533 
Total operating expenses 248,285,121 218,651,481 295,812,115 
| RE oe aa Se oe 26,495,242 18,052,684 25,418,475 
Net railway operating income 72,410,571 54,224,290 61,175,416 
Operating ratio—per cent ... 69.25 72.56 75.03 
Rate of return on property 
investment—per cent ... 3.40 2.54 2.88 
Eleven Months Ended November 30 
1936 1935 1930 
Total operating revenues ...$3,680,469,173 $3,154,159,464 $4,906,580,018 
Total operating expenses . 2,674,033,559 2,368,566,462  3,636,468,116 
EE ekk cen ewib bb eaebe' ood 286,546,108 222,233,765 328,645,340 
Net railway operating income 597,012,442 450,880,560 820,214,052 
Operating ratio—per cent .. 72.65 75.09 74.11 
Rate of return on property 
investment—per cent ... 2.45 1.85 3.38 


The Commission’s Bureau of Statistics’ summary of rev- 
enues, expenses, and net railway operating income of Class I 
steam railways, for November, 1936, issued January 4, follows: 


Regions 
districts, Freight Passenger 
and year revenue revenue 
Eastern district—100% complete 
(Includes 53 out of 53 reporting carriers) 
ES eh Se anaes ere . $124,555, 797 $18,555,021 
Se ee ae Ol | 16,325,707 
BICPORBO—DOF COME... wv cc ccccccsccccces 21.3 13.7 
Pocahontas region—100% complete 
(Includes 4 out of 4 reporting carriers) 
a eee ae eee 22,645,432 565,378 
Pit. Gh act hana Sel Sins send se ass ones oe 18,874,732 466,446 
a CN ok. ace vv cwesnosedre’s 20.0 21.2 
Southern region—100% complete 
(Includes 28 out of 28 reporting carriers) 
Geek tsee Kas Sass Chtes bho > seo eiesar 38,180,951 3,514,108 
Racist als Cibo ceeheha ss becuse ah * 31,431,811 2,971,823 
Increase—per cent ...............0ec00ee 21.5 18.2 
Western district—100% complete 
(Includes 59 out of 59 reporting carriers) 
Phi Letsh Soke cp es cuwe wn kata ian . 112,837,831 9,448,198 
ee ee ee ee 95,745,004 8,085,938 
Increase—per cent ............cccceceee 17.9 16.8 
United States—100% complete 
(Includes 144 out of 144 reporting carriers) 
DCC [Selon ate obbaakie <che sane see nibs 298,220,011 32,082,705 
Pee Shere ac eh keds Ukseh wes sane e 248,721,963 27,849,914 
EMCTORSC—Per CONE 2.2... ccccccirccccscecs 19.9 15.2 





RESTRICTIVE RAILROAD BILLS 


The board of directors of the Chamber of Commerce of 
the United States has authorized publication of a report of 
the Chamber’s transportation and communication department 
committee on “restrictive railroad bills,” that being the title 
accorded to organized railroad labor’s six-hour day, train 
length limit, “full crew” and other bills. 


Enactment of three measures named, says the report, ac- 
cording to estimates, would add more than $900,000,000 “to 
the annual cost of handling normal traffic.” Additional bills 
of the labor group, says the report, would hamper management 
and increase costs. In its report the committee says: 


The proponents of these bills put forward two main objectives 
—increased employment and increased safety for those employed. With 
respect to the former, there is no justification for applying a policy 
to railroads not applied to industry in general. With respect to the 
latter, every reasonable step should certainly be taken to reduce to a 
minimum the inevitable hazards of railroading. That the railroads 
by their efforts in this direction have had much success is shown by 
the marked reduction in almost every type of accident in the past 
fifteen years. There are necessarily economic limitations, however, 
to the measures feasible for safety; otherwise there would be no grade 
crossings, no running of fast trains in opposite directions on parallel 
tracks, no railroad operation in bad weather. There is need also for 
care that steps intended to reduce some types of accidents do not 
result in larger increases of other hazards leading to an accident 
total greater than before. 


After discussing each of the three principal bills—the six- 
hour day, the train length limit and “full crew” bills—the com- 
mittee said: 
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Taken together the three bills discussed would impose added 
costs upon the railroads of approximately $900,000,000 a year, or more 
than the entire net income of the railroads for even the most pros- 
perous of the predepression years, as shown by the following Inter- 
state Commerce Commission figures for the total net income of the 
railroads as a whole: 


_, ae Seer $267,203 ,607 SS eee 
SA rears 379,581,165 ree 
BED 3 osésintencvicn’ sess ee are rr me, 
ME hires dosent seis 549,023,031 Sr ere te —163,985,396 
rem err |: re 
rrr. | Ar 
Seas ae 634,936,759 BASS er eee 11,324,860 
ED Gases eek aeons 755,146,659 


From these figures it can be seen that, if these bills had been in 
effect, the added costs would have wiped out all earnings and left the 
railroads with an enormous deficit every year. Such a barrier to 
reasonable railroad earnings would destroy the basis for confidence 
in railroad finances and render it impossible to obtain additional 
capital for future improvements necessary in the common interest of 
the railroads, their employes and the public. * * * 

The membership of the Chamber have repeatedly pointed out the 
importance in the public interest of avoiding arbitrary and rigid 
legislative restrictions upon technical and operating efficiency of the 
railroads. In Referendum 62 of 1932 they declared that ‘regulation 
of railroads should be reduced to the point where it would be confined 
to assurance of fair rates and of public safety and will avoid inter- 
ference with functions belonging to management.’’ Again, at the 
twenty-first annual meeting in 1933, they declared that ‘‘emphasis 
should be placed upon responsibility of management for all operating 





Railway Net railway operating income 

Total expenses 11 months 
operating taxes and ended with 
revenues rents November November 
$156,341,674 $127,288, 381 $29,053,293 $261,919,893 
130,734,454 108,322,011 22,412,443 211,610,136 
19.6 17.5 29.6 23.8 
24,108,944 13,607,578 10,501,366 88,221,201 
20,162,558 11,886,060 8,276,498 67,859,120 
19.6 14.5 26.9 30.0 
45,065,415 35,912,947 9,152,468 71,492,005 
37,362,292 31,972,233 5,390,059 48,183,288 
20.6 12.3 69.8 48.4 
133,031,528 109,328,084 23,703,444 175,379,343 
113,081,939 94,936,649 18,145,290 123,228,016 
17.6 15.2 30.6 42.3 
358,547,561 286,136,990 72,410,571 597,012,442 
301,341,243 247,116,953 54,224,290 450,880,560 
19.0 15.8 33.5 32.4 





costs and management should be given freedom to discharge this 
responsibility.’’ The bills described in this report are clearly in vio- 
lation of these principles. 

It is important to the public interest in the future of our trans- 
portation system that the facts regarding these bills be widely under- 
stood and that the principles underlying efficiency and economy in our 
railroad service be preserved. 


The committee is composed of the following: Arthur M. 
Hill, chairman, President, Atlantic Greyhound Lines, Charles- 
ton, W. Va.; S. T. Bledsoe, president, the Atchison, Topeka and 
Santa Fe Railway System, Chicago, Ill.; E. George Butler, 
secretary-treasurer, John G. Butler Company, Savannah, Ga.; 
Charles W. Chase, president, Indianapolis Railways, Inc., Indi- 
anapolis, Ind.; Walter A. Frey, president, Frey & Son., Inc., 
Baltimore, Md.; David H. Howie, vice-president, Fiduciary 
Trust Company, Boston, Mass.; W. A. Patterson, president, 
United Air Lines, Chicago, Ill.; Henry E. Stringer, vice-presi- 
dent, Hydraulic-Press Brick Company, Washington, D. C., and 
E. S. Wilson, vice-president, American Telephone and Telegraph 
Company, New York, N. Y. 


RAIL WAGE STATISTICS 


Class I railways, excluding switching and terminal com- 
panies, reported a total of 1,108,970 employes as of the middle 
of Oct., 1936, according to a compilation made by the Com- 
mission’s Bureau of Statistics for October from carrier reports. 
This was 92,193 or 9.07 per cent greater than the number re- 
ported for Oct., 1935. The total compensation paid in Septem- 
ber was $156,598,768. 
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January 9, 1937 


Commission’s Fiftieth Report 


Regulatory Body Tells Congress Tax Law Burdens 
Sinking Funds Required by It—Asks More Money 
for Motor Work 


Assuming that the surtaxes imposed on _ undistributed 
profits by the revenue act of 1936 would adversely affect its 
efforts to compel railroads to set up sinking funds for the 
retirement of their funded obligations, the Commission, in its 
fiftieth annual report to Congress, suggests that the situation 
of the steam railroads under that act, “should have the further 
consideration of the Congress,” the suggestion is made in con- 
nection with a review of its efforts to get the railroads on a 
better footing with regard to their financial structures, par- 
ticularly in cases of reorganization under section 77 of the 
national bankruptcy act. The report covers the period Nov. 1, 
1935, to Oct. 31, 1936. 

It points out that for the Chicago & North Western to 
set aside $1,000,000 a year out of earnings for debt retirement, 
as proposed, about $257,860 a year would be required for sur- 
tax; also that for the Chicago Union Station Co. to set aside 
$35,000 a year for the retirement of a particular bond issue a 
surtax of about 21 per cent would have to be paid. 

A picture of better revenues for the steam railroads in 
1936 is painted, the chief stroke being that the total operating 
revenues in the first nine months of the year are 16.7 per cent 
better than the corresponding period of 1935. The report says, 
“the traffic of 1934 aand 1935 was somewhat larger than that 
of 1933 but the upturn is being accelerated in 1936.” That is 
part of a review of traffic and earnings of transport agencies 
of all sorts. 

“Plans are being made,” says the report, “to take appro- 
priate notice of the completion of a half century of its (the 
Commission’s) existence.” 

The report, as all its predecessors, in figures and text, 
shows the work done by the Commission’s bureaus, including 
the Bureau of Motor Carriers, which, though it had been cre- 
ated at the time the forty-ninth annual report was dispatched 
to the capitol, had not really begun functioning. 

While the motor transportation work of the Commission 
has bulked large in the public eye in 1936, the paper work per- 
taining to its rates, fares and charges, which includes the 
original filings and changes since then, is not as large as like 
work in the older part of the Commission. Since the organi- 
zation of the motor section of tariffs there have been filed 
52,979 tariff publications, 16,897 schedules and 1,867 written 
contracts or memoranda of oral contracts containing the rates, 
fares and charges of carriers of passengers or property. 

In that same period there were filed 110,356 tariff publi- 
cations containing changes in rail freight, express and pipe line 
rates, passenger fares, and freight classifications. 


Legislative Recommendations 


Except for the suggestion that Congress should further 
consider the revenue act of 1936, the legislative recommenda- 
tions are largely reiterations based on discussions of situations 
impelling the Commission to make them. It adheres to its 
position, taken in the prior annual report, that its membership 
should not be increased. The legislative program follows: 


1. That Congress, upon appropriate investigation, determine the 
proper limit of our jurisdiction with respect to corporations closely 
allied with common carriers subject to the interstate commerce act, not 
now subject to the jurisdiction of the Commission, such as fruit express 
companies, private car lines, forwarding companies, and holding com- 
panies which control enterprises engaged in interstate transportation 
or control companies patronizing or doing business with such cor- 
porations. 

2. That sections 15 (1) and (3) be amended to include the power 
to regulate the minimum rates of water carriers otherwise within our 
jurisdiction. 

3. That section 15 (4) be amended so as to restrict the so-called 
“long-haul right’’ to originating carriers, or subsequent carriers after 
they secure possession of the traffic. 

4. That consideration be given to the suggestions contained in the 
chapter herein entitled ‘‘scope of jurisdiction over air carriers.’’ 

5. That Congress further consider the situation of steam railroads 
under the revenue act of 1936. 

6. That Congress legislate to cover completely the standard time 
zone field. 


7. That the provisions of section 22 (1) be amended in the manner 
hereinbefore indicated in the chapter entitled ‘‘drought-relief rates.”’ 


The Burden on Sinking Funds 


_ The report, in its discussion of reorganization of railroads 
points out that 70,041 miles of railroad, equal to 27.7 per cent 


The Traffic World 





PAGE 73 


of the mileage of the country, are involved in financial diffi- 
culties due to loss of traffic to other forms of transport, the 
depression and bad financing. Many of the railroads now in 
trouble, it says, have been handicapped from the beginning of 
their corporate existence by financial structures overloaded 
with debt, although in the period, 1920-29, approximately 
$3,000,000,000, or $300,000,000 a year, was spent out of earn- 
ings and surplus in making improvements, additions and bet- 
terments, instead of borrowings. 

Practically all companies that have filed plans for reorgani- 
zation, the report adds, have included provisions for sinking 
funds out of earnings for the retirement of debt or the making 
of additions and betterments instead of by borrowings, seven- 
teen of eighteen plans containing such provisions. In addition, 
the report says, the Commission, in approving bond issues, has 
insisted on the setting up of sinking funds, unless good reasons 
appeared for not doing so. After showing what it had done 
to force the railroads to rid themselves of the practice of issuing 
bonds without provision for their retirement, the Commission 
says that recently its attention has been called to the revenue 
act of 1936, and its probable effect in the cases of the Chicago 
Union Station and the Chicago & North Western cases. Con- 
tinuing, the report says: 


The revenue act exempts from the surtax amounts paid out or 
reserved for retiring funded debt, or withheld from _ stockholders, 
under written contracts of a certain kind executed prior to May l, 
1936. The exemptions do not apply in such cases if the contract was 
entered into subsequent to April 30, 1936. This means that the amounts 
used or irrevocably set aside under contracts entered into after the 
date last mentioned will be subject to the surtax and that companies 
that do not so use their income or set up such funds but distribute 
all their net income will not be subject to the tax. This also means 
that those companies which have weak financial structures and should 
use their income to improve their property, retire funded debt, and 
build up a liquid surplus against a day of future trouble will, if they 
undertake to do so, be subject to a penalty, whereas railroad com- 
panies with strong financial structures, and able to finance their re- 
quirements through the issue of stock, may distribute all their in- 
come and thus escape the surtax. 

It is our view that railroads with weak financial structures and 
those just emerging from receivership or reorganization proceedings 
under section 77 of the bankruptcy act, should be encouraged to use 
their earnings, to the extent authorized or approved by us, to build 
up and improve their property, retire their funded debt, and create 
corporate surpluses in amounts sufficient to meet their emergency 
needs, support their borrowing powers, and afford insurance against 
obsolescence. We suggest that the situation of the steam railroads 
under the revenue act of 1936 should have the further consideration of 
the Congress. 


Traffic and Revenue Indices 


By means of a table showing index numbers of traffic and 
revenues of Class I railroads, seasonably adjusted, the average 
of 1923-25 being the 100 per cent base, the report shows what 
it calls ‘the improving trend in rail traffic revenues,” the state- 
ment being that that improving trend is “clearly shown.” From 
that table, says the report, it appears that the indexes have 
risen as follows: 


For freight ton-miles, from a low in 1933 of 51.6 to 81.5 in the 
latest month shown; for freight revenue, from 46.0 to 70.6; for pas- 
senger-miles, from 36.0 to 62.7, and for passenger revenue, from 25.7 
to 37.6. The better showing for the ton-miles and passenger-miles than 
for freight and passenger revenues, respectively, reflects the decline 
in the level of the charges to the public, illustrated by the following 
comparison: 


Revenue ton-mile, 1923-25, 1.107 cents; passenger miles, 2.81 
cents; 1936, revenue ton-miles, 1.002 cents; passenger miles, 
1.73 cents. 


“It is evident,” says the report, “that motor competition 
has had relatively much greater adverse effect on the rail 
passenger-miles than on the ton miles. By various improve- 
ments in service, the most important being air-conditioning, 
passenger service by rail has recently been much more attrac- 
tive than it was formerly. That effort in this direction is of 
basic importance in the railway economy is strikingly shown 
by comparison of earnings, expenses and net revenue of pas- 
senger train services taken separately.” 


A table shows the decline in freight revenue from $4,- 
696,000,000 in 1925 to $2,894,000,000 in 1935, the operating ratio 
in the earlier year being 71.24 and in the later 64.74; a decline 
in passenger revenue from $1,427,000,000 in 1925 to $558,000,000 
in 1935, and an increase in the operating ratio from 83.52 to 
128.95. 

Another table, intended to afford a basis for comparing the 
growth of highway and rail traffic since 1923, shows an in- 
crease in the registration of passenger motor vehicles from 
15,479,000, average for 1923-25, to 22,565,000 in 1935; trucks 
from 2,063,000 in 1923-25 to 3,656,000 in 1935; average monthly 
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consumption of gasoline, in barrels, from 15,711,000 in 1923-25 
to 36,044,000 in 1935. In that same period, according to the 
table, the operating revenues of Class I steam railways fell 
from $6,111,000,000 in 1923-25 to $3,452,000,000 in 1935; car- 
miles from 29,536,000,000 to 22,457,000,000; the revenue ton- 
miles from 405 billions to 282 billions and passenger-miles from 
36.7 billions to 18.5 billions. 
“Reliable statistics showing the traffic and earnings of the 
highway carriers are not yet available,” says the report. 
Railways expanded maintenance expenditures from $575,- 
888,891 in the first eight months of 1935 to $683,174,596 in the 
corresponding period of 1936. The number of employes also 
increased, employes numbering 1,090,485 at the middle of 
August, 1936, or 79,455 more than the middle of August, 1935. 
Other transport agencies filing reports with the Commission 
in 1935 had revenue percentages of the 1923-25 average as 
follows: Water lines, 78.23; express companies, 58.34; Pullman 
Co., 65.56; pipe lines, 133.72 and electric railways, 25.28. 
Domestic scheduled airplane miles flown showed an in- 
crease from 22,380,000 in 1929 to 55,380,000 in 1936 and the 
number of passengers increased from 160,000 in 1929 to 747,000 
in 1935, although the number of planes in service and reserve 
decreased from 442 to 356. The pounds of express and freight 
increased from 1,859,000 to 3,822,000 in the same period and 
the pounds of mail carried rose from 7,772,000 to 13,780,000. 


Reasons for Legislation 


The Commission recommended amendment of section 22(1) 
under which drought relief rates are being made so that car- 
riers shall not be deemed to have violated the act with refer- 
ence to undue prejudice when they have voluntarily made relief 
rates for the benefit of those designated by authorized agents 
of the United States or of any state as in distress and in need 
of relief. 

As to jurisdiction over air carriers, the Commission pointed 
out that many provisions of the present laws were so worded, 
and their requirements interlocked with other provisions in such 
a manner that interpretation and administration were exceed- 
ingly difficult. As an alternative to further amendments of 
existing acts, the Commission suggested the drafting of an en- 
tirely new law for comprehensive regulation similar in scope 
to parts I and II of the interstate commerce act. It pointed 
out that while the present scheduled air-transport service be- 
gan as an exclusive mail service, the transportation of persons 
and property had grown to such volume that transportation by 
air had become an integral part of the transport system of the 
nation and should be regulated as such. 


“Increasing evidence of confusion in interstate commerce 
caused by varying and locally adopted time standards,” says 
the report, “now leads us to recommend that Congress amend 
the standard time act so that it will completely effectuate the 
purpose announced by its terms; namely, ‘to establish the 
standard time of the United States.’ ” 


With regard to the recommendation about corporations 
such as holding companies, etc., the Commission said it had 
reason to believe that some railroads evaded the intent of the 
commodities clause, section 1(8), by having subsidiaries not 
subject to the act to serve as vehicles for carrier investments. 


Reduced Passenger Fare Results 


After reciting the facts about its requiring carriers to re- 
duce passenger fares the Commission said: 


The traffic and revenue results from the reduced fares thus far 
have been gratifying. During the first 3 months, June to August, 
inclusive, under the reduced fares in the eastern district the percentage 
increase over the same period of 1935 has been 31.8 in number of 
‘passengers carried, 16.2 in gross passenger revenue, and 37.6 in 
passenger-miles. 


Admissions to Practice 


In the year ended October 15, 1936, 1,084 persons were admitted 
to practice before the Commission. Of this number 887 were mem- 
bers of the bar of the Supreme Court of the United States or the 
highest court of some state and 197 were admitted upon a showing 
of their qualifications. A total of 7,569 persons have been admitted 
since the register of practitioners was established September 1, 1929, 
of which number 4,010 were admitted upon a showing of membership 
of the bar and 3,559 were nonlawyers found to be otherwise qualified. 


Formal and Informal Cases 


Formal complaints filed numbered 457, of which 373 were 
original complaints and 84 subnumbers, a decrease of 46 as 
compared with the previous period. Decisions were made in 
683 cases and 106 were dismissed by stipulation or complainants’ 
requests. Approximately 52 formal and informal cases were 
reopened for further hearing or reconsideration. 

The number of informal complaints received was 1,170, a 
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decrease of 305. Reparation authorized in such cases was 
$484,368.70. 


Railroad Abandonments 


One hundred and twenty-five applications were filed for 
abandonment of 1,896.89 miles of railroad or operation thereof; 
116 applications, some contested and some not, were granted 
authorizing abandonment of 560.54 miles of main line and 
781.93 miles of branch lines of Class I carriers, together with 
960.5 miles of short lines, of which 363.7 constituted the entire 
lines and 196.8 miles of parts of those lines. As to how many 
miles were actually abandoned the report said there was no 
information. 


Rail Interest in Motor Carriers 


On May 1, 1936, Class I railroads had an interest in 128 
motor carriers, the balance sheets of which showed assets of 
$89,508,108, the railway express companies not being included 
in those figures. The bus companies included in that total 
accounted for $73,759,263, the truck companies, $14,050,961, the 
remainder being unclassified. The investment in plant and 
equipment, according to the report, was $59,231,728, with an 
accrued depreciation of $23,762,239. The report said those 
figures were small compared with the assets of over $30,- 
000,000,000 on the balance sheets of the Class I railroads and 
their lessors, or even with the railway equipment only, of over 
$5,000,000,000, with accrued depreciation of $2,700,000,000. 

The 128 railroad-interest highway carriers, according to 
the report, handled 2,619,786 tons of freight in line-haul opera- 
tions and 1,973,513 in local drayage operations. They carried 
107,727,485 passengers in line-haul operations. The railroad 
companies received $4,983,778 as dividends and other returns 
from their motor interests and paid out $6,982,610 for motor 
service such as pick-up and delivery and line-haul work. 


New Lines and Financing 


In the year seven applications for authority to construct 
new lines or extend existing ones, and 26 to acquire lines, were 
filed, the new construction requests totaling 106.95 miles and 
to acquire 336.55 miles as compared with 125 applications for 
authority to abandon 1,896.89 miles. Six applications to con- 
struct lines, totaling 105.08, were granted and twenty-one appli- 
cations to acquire 243.48 miles were given. One application to 
construct 236.2 miles, five to abandon 111.86 miles and one to 
operate 8.25 miles were denied. Twenty applications to con- 
struct, abandon or acquire, covering 269.99 miles, were dis- 
missed. 

In the year authority to issue securities totaling $982,636,- 
674.53, including receivers’ certificates, equipment trust obliga- 
tions, trustees’ notes and certificates, stock and bonds was 
given, that sum covering actual issues. In addition conditional 
bond issues were authorized for $409,422,900 and $75,707,700 
of nominal issue. Common stock issues for $41,882,900 and 
preferred stock issues for $43,997,000 were authorized; also 
16,100 shares of common stock without par and 4,403,079.5 
shares of no par preferred stock. 

Equipment trust obligations, indicating activity in the pur- 
chase of equipment, were authorized for $78,510,000. 

Additional capitalization, resulting from these authoriza- 
tions, the report said, was as follows: Nominal issues, $10,- 
001,700; conditional issues, $3,346,000, actual issue, $113,101,- 
281.89 and 60,100 shares of common stock without par value. 
Refinancing, the report said, resulted in substantial savings in 
interest. The total amount of securities refinanced was $633,- 
281,859.70, consisting of $486,054,000 of bonds, $16,300,000 of 
equipment trust obligations and $130,927,859 of short term and 
demand obligations. 


Bureau of Motor Carriers 


A total of 85,636 applications for certificates or permits 
were filed under the motor carrier act, 75,977 being carriers of 
property, 1,551 brokers; 2,842 carriers of passengers and 59 
brokers under the grandfather clause. After Feb. 12. 1936 
when the time for grandfather application filings expired, 3,325 
applications were filed, 3,141 for property, 64 for brokers, 118 
for carriers of passengers and 2 for brokers; and 167 for the 
determination of status. 

For operations begun between June 1 or July 1, 1935, and 
Oct. 15, 1935, 260 applications were filed; for operations begun 
after Oct. 15, 1935, 1,456 applications were filed, of which 133 
were for carriers of passengers or brokers. 

According to the report protests against grant of applica- 
tions under the grandfather clause have been filed in about 
40,000 cases, chiefly on the ground that, in whole or in part, 
the claims were not in accord with the facts. These protests, 
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the report says, have been made largely by railroads, other 
motor carriers and state commissions. 

The report, in a review of motor carrier rates, said that 
when the transportation of property by motor began the rates 
were based largely on rail class rates, often lower, some the 
same, and a few higher. When the advantage of truck trans- 
portation was realized in some situations, special commodity 
rates were established, on account of the tendency of industry 
to use private trucks, with truckload minima, this having a 
tendency to reduce the average of motor carrier rates. Com- 
paratively little consideration, the report added, had been given 
to the question of what was an inherently appropriate and 
reasonable basis for stable and orderly motor carrier rates 
for the transportation of property, filling the needs of both 
carriers and shippers. Many of the carriers, it said, seemed 
content to use the railroad rates as a model, making only such 
differences as were necessary to attract traffic. Others, it 
said, were endeavoring to establish simplified rates and classi- 
fications, based fundamentally on trucking conditions and costs. 


As yet, said the report, shippers had filed no formal com- 
plaints attacking the lawfulness of motor rates, although they 
had in some instances requested suspension of changes. That 
complaints were likely to arise it said, seemed evident, for 
there were many departures from uniform rates charged by 
the carriers, even where the same commodities and the same 
territory were involved. The complaints so far filed, the re- 
port said, were by one motor carrier or group of carriers, against 
rates alleged to be unreasonably low and established by an- 
other carrier or group of carriers. Continuing, the report, in 
part, said: 


Our information is that the first result of compelling the motor 
carriers of property to publish and file their rates was to precipitate 
a downward movement in such rates. Competing motor carriers, of 
which there are a very large number, were by the publication given 
definite advice of what each was charging, and the natural tendency 
was for the rates to gravitate to the lowest level. This tendency has 
caused great concern among motor carriers, for it resulted in a de- 
pression in the net earnings of many of them at a time when operat- 
ing expenses were increasing. They are making efforts, through 
conferences, and with some apparent success, to sheck this tendency, 
as well as to avoid destructive competition and tc bring some of the 
unduly low rates up to a level which will enable them to maintain 
reasonable wages and working hours for employes, and provide ade- 
quate service to the public. But there is no apparent indication of 
a tendency to make the rates unretasonably high. 


These attempts at stabilization and avoidance of unduly low levels 
have been made by the motor carriers themselves. We have been 
asked to assist at times by suspending proposed rate reductions, but 
this we have so far done in comparatively few cases. As yet, rail 
carriers have not sought increases in motor-carrier rates through com- 
plaints filed with us,- but in a few instances they have joined with 
motor carriers in requests for suspension. 


The tendency of the rail carriers has been to continue to reduce 
their rates to meet motor-carrier rates. The motor carriers have 
frequently protested against proposed reductions by rail carriers and 
in some cases we have suspended such proposals pending investiga- 
tion. In the majority of cases, however, these proposals, after in- 
vestigation, have been found justified and permitted to become effective. 

We believe that the motor carriers of property should be encour- 
aged in their efforts to bring a greater degree of order and stability 
into the rate structure through conferences and group consideration 
of common problems, and expect many good results from such en- 
deavors. It may be anticipated, however, that eventually we shall 
be called upon in formal proceedings to give consideration to many 
of the rates, for the protection both of the carriers and of the public. 
It may also be anticipated that we shall, from time to time, be called 
upon to intervene in the competitive warfare between the railroads 
and the trucks, in order to set ‘reasonable limits to the rate-cutting 
process. We are preparing to the best of our ability for such even- 
tualities, bearing in mind that it is our duty to deal fairly and 
impartially with both classes of carriers and in such manner as to 
recognize and preserve their inherent advantages and foster sound 
economic conditions in each form of transportation, to the end that 
relations between them may be improved and transportation by them 
be coordinated. 


Two hundred and seventeen requests for suspension of 
motor carrier schedules have been filed since the motor bureau 
board of suspension has been established. Thirty-five suspen- 
sions were made by the Commission and forty times suspension 
was refused, the other applications being disposed of by other 
methods, that is, by rejection or withdrawal of the protests 
or the tariffs. 

_The section of complaints has received 440 informal com- 
plaints, 75 per cent of which have been adjusted. About 15,000 
written inquiries have been received. The section is assigning 
— 300 matters for hearing each month by examiners or joint 

oards. 

The section of finance has received eleven applications from 
motor carriers desiring to issue securities or assume liabilities 
of $500,000 or more, that being the minimum over which the 
Commission has jurisdiction. 
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The section of law and enforcement has received 2,949 com- 
plaints, of which 1,199 are still in the correspondence stage; 
795 complaints have been investigated and 955 are under in- 
vestigation. 

General Motor Comments 


In general comments about the motor carrier part of its 
work the Commission points out its great volume. The com- 
ments lead up to the question of appropriations for the work. 
The original estimate for the year beginning July 1, 1936, was 
$3,100,000. Congress gave $1,700,000, the Congress thought be- 
ing, as the report points out, that only experience would show 
what the need would be. 

“At this time we have definite information as to what con- 
fronts us,” says the report, “and, based on that knowledge, a 
supplemental estimate was prepared and submitted to the 
Bureau of the Budget showing that an additional appropriation 
in the amount of $1,300,000 would be required for the current 
year.” 

The report lists difficulties the Bureau of Motor Carriers 
encounters. One of the main. difficulties has to do, says the 
report, “with the type of person who constitutes the average 
motor carrier.” 

“In the main he is a small operator,” says the report. “He 
is not educated as to regulation and does not readily recognize 
his responsibilities under the law. He requires not only the 
ordinary regulatory attention but also education, instruction, 
cooperation, explanation, adjustment, and detailed individual 
treatment.” 

At present the bureau employs a total of 653 persons, of 
which 452 are in Washington and°201 in the field. The Com- 
mission said that from the outset it recognized that if its ad- 
ministration was to be as successful as it should be, a program 
of education would have to be established and consistently 
pursued for some time to come. Many of the little operators, 
the report said, were financially unable to employ lawyers to 
come to Washington or to come themselves and for that reason 
sixteen field offices were established. 


RAYBURN ELECTED LEADER 


Representative Rayburn, of Texas, who has been chairman 
of the House committee on interstate and foreign commerce 
since 1931 when the Democrats obtained control of the House, 
has been elected Democratic leader of the House. Representa- 
tive Lea, of California, it is expected, will succeed Mr. Ray- 
burn as chairman of the committee. 


RAIL CREDIT CORPORATION 


E. G. Buckland, president of the Railroad Credit Corpora- 
tion, has authorized the following statement: 


The Railroad Credit Corporation on January 15, 1937, will make its 
thirty-seventh liquidating distribution to participating carriers, amount- 
ing to $735,407, or one per cent of the contributed funds. Of this 
amount $393,388 will be paid in cash and $342,019 credited on carriers’ 
indebtedness to the Corporation. 

This will bring the total amount distributed to sixty-nine per cent 
of the fund or $50,743,089. Of this total $24,769,855 will have been re- 
turned in cash and $25,973,234 in credits. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
Dec. 1-14, inclusive, was 119,650, according to the Association 
of American Railroads. It was made up as follows: Box, 55,315; 
auto, 4,517; total box, 59,832; flat, 4,843; gondola, 15,000; hop- 
per, 7,414; total coal 22,414; coke, 337; S. D. stock, 21,064; 
D. D. stock, 3,263; refrigerator, 6,985; tank, 207; miscellaneous, 
705. Canadian roads reported a surplus of 7,460 cars, made 
up of 5,612 box, 280 auto, 444 flat, 480 gondola, 420 S. D. 
stock, 134 refrigerator and 90 miscellaneous cars. 


BROOKHART FOR COMMISSION? 

Smith Wildman Brookhart, formerly United States senator 
from Iowa, has been mentioned as a possible successor on the 
Commission to Commissioner Tate. One report said that the 
Iowan had been “tentatively” selected. At the White House it 
was said the President had not yet considered the making of 
appointments to federal positions. 

It is pointed out that, from a geographical point of view, 
Commissioner Porter is from Iowa and that, therefore, Mr. 
Brookhart’s chances for appointment may not be promising. 


JOHNSTON FROM SEATTLE, NOT CHICAGO 
By error, The Traffic World, January 2, 1937, page 27, 
credited a communication from E. A. Johnston, traffic man- 
ager, Crescent Manufacturing Company, to Chicago, IIl., in- 
stead of Seattle, Wash. 
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2000 MILES A MONTH— 
ON A QUARTER-MILE TRACK 


@ On a block-long track in Manhattan, you will find a big, 
powerful Erie Oil Electric locomotive. It scurries back and 
forth between a car float at the water’s edge and the freight 


station. Miles from the main line track, this powerhouse on 


wheels hurries in the loaded cars, hustles out the empties. 


This short run—the last, or first, few hundred feet in the 
journey—must be made quickly, too. And so Erie provides 
the most modern equipment to do the job. 


It’s just such complete facilities all along the line that cut costs 
and speed the handling of your freight. When you want fast 
delivery, call an Erie representative. 
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MOTOR SAFETY REGULATIONS 


Rules and regulations governing qualifications of employes 
and safety of operation and equipment of common carriers and 
contract carriers by motor vehicle have been prescribed by the 
Commission, division 5, in Ex Parte No. MC 4, in the matter of 
qualifications of employes and safety of operation and equip- 
ment of common carriers and contract carriers by motor 
vehicle. (See Traffic World, Jan. 2.) 

The regulations now prescribed are set forth in four main 
parts: Qualifications of drivers, basie rules for the driving of 
motor vehicles, parts and accessories necessary for safe opera- 
tion, and rules for the reporting of accidents. 

These regulations, except those pertaining to the reporting 
of accidents, are made effective as of July 1, 1937. Those per- 
taining to reporting of accidents are made effective as of April 
1, 1937. 

The regulations are not applicable to private carriers nor 
to special operations enumerated in section 203 (b) of the 
motor carrier act. 

“Little need be said here of the gravity of the highway 
accident in the United States for the facts are well known,” 
said the report of division 5, which is composed of Commis- 
sioners Eastman, Lee and Caskie. “The absolute number of 
motor vehicle fatalities has been steadily growing in recent 
years, although it should be noted that the use of motor vehicles, 
and therefore their exposure to accident, has also been in- 
creasing. In 1934 motor vehicle fatalities numbered 36,101; 
in 1935, 37,000 (estimated); in 1936, they may reach 37,500, 
according to the best available estimates. Injuries involving 
permanent or temporary disabilities in 1935 aggregated more 
than 1,250,000, while the total economic loss from deaths, in- 
juries and property damage was conservatively estimated to 
exceed $1,500,000,000. 

“This alarming toll of accidents should be viewed, of course, 
in the light of the very large number of motor vehicles now 
using the streets and highways of the nation—more than 
26,000,000 at the end of 1935. No figures are available to show 
how many of these accidents involved vehicles which are now 
to be subject to the safety regulations of the Commission. In 
addition to the direct effect upon the carriers subject to our 
jurisdiction, however, these regulations may be expected to 
have a certain real influence upon the general accident situa- 
tion. 

“It is hoped and believed that our findings upon such basic 
safety elements in the operation of interstate busses and trucks 
as properly qualified drivers; sound driving rules; adequate 
brakes, lights and other parts and accessories upon vehicles; 
and a proper reporting of accidents, as well as upon other im- 
portant matters to be considered in the future, will provide a 
definite impetus toward greater uniformity in the statutes and 
regulations of the several states and thereby toward better 
understanding of and compliance with highway safety require- 
ments by the general public.” 

Issuance of the rules, it is pointed out, will make possible 
their use in state legislatures in 1937 in consideration of uni- 
form legislation. More than 40 legislatures will meet in 1937. 

Though the regulations cover only the four main points 
outlined, the report indicates a connected program of safety 
regulations which the Commission proposes to follow, includ- 
ing such items as proper qualifications of drivers; examination 
of drivers as to physical condition, knowledge of driving rules 
and competency to operate safely; limitation on hours of serv- 
ice; study of possible need for, and practicability of, a federal 
licensing system for interstate motor carrier drivers; basic 
rules for driving of motor vehicles; parts and accessories re- 
quired on vehicles; inspection and maintenance requirements; 
sizes and weight of motor vehicles; special requirements for 
vehicles transporting dangerous articles, and the reporting of 
accidents by motor carriers. 

The regulations as to drivers prescribed by the Commis- 
sion include the following: Minimum age of 21 to be effective 
to new drivers who shall enter service after the effective date 
of the regulations, in no case less than 18 years; use of alcoholic 
liquor or beverage while on duty forbidden and excessive use 
otherwise forbidden; must be able to read and speak the Eng- 
lish language unless engaged in driving on July 1, 1937, or with- 
in one year prior thereto, but in any case must have ability 
to understand traffic and warning signs; motor carriers re- 
quired to file “driver identification form” with the Commission 
for each driver, giving information about the driver. 

As to driving of motor vehicles the regulations deal with 
reckless driving, and, as to speed, provide that “no motor 
vehicle shall be driven at a speed greater than is reasonable and 
prudent, having due regard to weather, traffic, intersections, 
width and character of the roadway, type of motor vehicle, 
and any other conditions then existing; but in no event shall a 
motor vehicle be driven in or through any state, legal sub- 
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division thereof, or the District of Columbia at a speed greater 
than that permitted by such state, legal subdivision thereof, 
or the District of Columbia.” Sa : 

Various parts and accessories, such as lighting devices and 
reflectors, brakes, horn, tires, etc., must be inspected and in 
good working order. Busses, trucks or truck tractors must 
carry at least one fire extinguisher; one red lantern when pro- 
jecting loads are carried and one red cloth flag, when projecting 
loads are carried. In addition to the foregoing busses, trucks 
or truck tractors operating outside the corporate limits of 
municipalities must carry spare light bulbs, tire chains, flares or 
red electric lanterns, fuses, red cloth flags with standards and 
busses having a seating capacity of 10 or more persons, operat- 
ing outside the corporate limits of municipalities, one metal 
first-aid kit and one hand axe, in addition to the other things 
specified. . 

Passenger vehicles and those carrying dangerous articles 
are required to come to a full stop at railroad crossings except 
at specified crossings such as those protected by watchmen, etc. 
There is a similar requirement as to drawbridges. ; 

The regulations cover lighting devices and reflectors in de- 
tail, and illustrations are given as to placing of them. There 
are requirements as to brakes and safety glass. Reports of 
accidents are to be made in writing to district directors of the 
Bureau of Motor Carriers. 


TRUCK RATE INQUIRY ASKED 


Asserting that a truck rate warfare is going on in New 
England that must necessarily result in financial failure of 
large numbers of motor carriers the Motor Truck Rate Bureau 
of Massachusetts, Inc., has asked the Commission to institute a 
general investigation of such rates in that territory with a view 
to establishing minimum rates of the same level for common 
and contract carriers. The request was sent to the Commission 
by Ralph H. Cahouet, of Boston, general counsel for the bureau. 

The request is for an investigation in motor district No. 1 
which covers Vermont, Maine, New Hampshire, Massachusetts 
and Rhode Island and that part of No. 2 comprised in Connecti- 
cut. Specific reasons in support of the petition are summarized 
as follows: 


Many violations of the motor carrier act are constantly arising 
among said carriers because of the filing of rates by common carriers 
which are unjust and unreasonable under any proper interpretation 
of the meaning and intent of the act; filings by bona fide contract 
carriers which are prejudicial to common carriers and improper and 
illegal misuse of the status of contract carriers by companies whose 
operations are in fact that of common carriage. 

Extraordinary action by the regulatory body is necessary for 
the purpose of preserving and aiding the development of a floor or 
level of rates recognized as reasonable and in the public interest as 
a standard to which the operators may be compelled to conform. 


In connection with the latter reason, Mr. Cahouet said it 
was recognized that the Commission would refuse to place itself 
in “loco parentis.” The present situation, however, he said, 
required that these carriers be dealt with collectively and that 
their problems be considered at hearings wherein they would be 
parties as a single group, their numbers making impractical 
individual treatment, particularly in matters relating to the 
justice and reasonableness of the rates, at least until definite 
precedent has been established therefor. 


According to the petition the war has existed since April 1st 
with the consequent result that the rate structure has been 
steadily and persistently attacked and was now threatened with 
depression to a level far below the costs of operation. These 
conditions, Mr. Cahouet said, must necessarily result in financial 
failure of large numbers of these motor freight carriers, as well 
as of others not at present participating in such practices. — 

Complaint in particular is made against contract carriers 
which, according to the petition, are direct competitors of the 
common carriers. It is asserted they have filed so-called mini- 
mum schedules quoting charges far below levels which would 
be just and reasonable and lower than would be permitted for 
contract carriers under section 218 (b) of the motor carrier act 
in any proceeding arising under that section. 

On information and belief the petition asserts that many 
motor freight carriers have docket numbers permitting them to 
operate both as common and contract carriers and over the same 
routes. It is further asserted that as a method of competition 
many will, in general, charge their common carrier rates, but 
when a lower rate is needed to obtain a particular item of busi- 
ness they will treat that item as a contract operation, with 
the application of the contract rate, although the nature of the 
service is in no sense different from the usual common carrier 
operation. 

Continuation of the violations which are alleged to be the 
source of irreparable loss to law-abiding carriers, it is asserted, 
is intolerable and productive of widespread dissatisfaction with 
the administration of the motor carrier act. 
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PICK-UP AND DELIVERY 
The Traffic World Washington Bureau 


The Commission has denied the petitions of railroads in 
Illinois Freight Association Territory and the Chicago Associa- 
tion of Commerce for reopening, rehearing, and enlargement 
of the scope of No. 27425, Official Territory pick-up and deliv- 
ery service. It has also denied the petition of the receiver of 
the Indiana Railroad in this case for exemption from the 45- 
cent minimum rate restriction, imposed on the railroads as a 
condition to their giving pick-up and delivery service (see 
Traffic World, Dec. 12, p. 1161, and Dec. 19, p. 1215). The 
petitioners desired to get rid of that 45-cent minimum rate 
restriction. 


TRUCK PEDDLERS DENOUNCED 


Supplementing the release of figures resulting from a ques- 
tionnaire on itinerant truck peddlers sent to country elevators 
(see Traffic World, Dec. 5, 1936, p. 1100), the committee on 
truck regulation of the Associated Southwest Country Eleva- 
tors has issued a bulletin reproducing remarks and opinions 
voiced by individual elevator operators incidental to their 
replies to that questionnaire. These remarks characterized the 
truck peddler as ‘“‘the most serious problem in the handling 
of grain and other commodities today,” and charge him with 
issuing bad checks and manipulating weights. One corre- 
spondent called him a “common nuisance.” 

“If they paid their share of taxes for upkeep of roadways 
and other taxes, as they should, we would whip them to a 
standstill,” said one elevator operator. Another told a story 
of a truck peddler who sold a farmer a load of coal and filled 
his truck with beans from the bin of a neighbor farmer. Others 
of those who replied to the questionnaire told of similar in- 
stances. The burden of the remarks was that the itinerant 
trucker should be regulated as strictly as the common carrier 
trucker, that some way should be found to make him pay a 
fair share of road and other taxes, and that limitations should 
be placed on the length of the vehicle he operated and the 
weight he carried. 


“Under present laws,” said one elevator operator, “the 
truck peddler is a carrier, a wholesaler and a retailer in every- 
body’s line of business except the undertaker’s.” 

“The extent to which itinerant merchants have invaded the 
established business of these legitimate dealers is alarming,” 
said the bulletin, in summing up. “The consensus of these 
spokesmen for farmers is that they have been cheated on 
grades and weights and that commodities have been misrepre- 
sented generally. Many of the replies denounced itinerant mer- 
chants as price-depressing influences on farm products.” 


CREDIT ON TRUCK BILLS 


The Association of American Railroads in Ex Parte MC 1, 
in the matter of rules and regulations governing the settlement 
of rates and charges by common carriers and contract carriers 
of property by motor vehicle, submits that the Commission 
should prescribe for motor carriers regulations controlling the 
payment of freight charges substantially the same as those 
which have been prescribed for the railroads. Equal treatment, 
the association says, should be accorded to all carriers in con- 
nection with regulations having a substantial bearing on the 
competitive situation. The opportunities for discrimination be- 
tween shippers, inherent in a long credit period, it adds, are 
not in the public interest. 

“The evidence fails to support the argument that the forty- 
eight and ninety-six hour credit periods now applicable to rail- 
roads would be impracticable for general application to carriers 
by motor vehicle,” the association declares. 

The National Industrial Traffic League, commenting on 
the fact that the Association of American Railroads, as well as 
the American Short Line Railroad Association, offered testimony 
Suggesting credit periods for the motor freight bills the same as 
on the railroads, said that ignored the different conditions under 
which the rules and regulations with respect to the two types of 
agencies would be established. Even assuming the validity, 
which it said it did not admit, of the statement that differing 
rules and regulations would have any appreciable effect on the 
competition situation, the League said the circumstances lead- 
ing to the establishment of these rules and regulations were 
such as to deprive that argument of all its force. The League 
contended that contract carriers were not subject to credit 
regulations. 

The Chicago Association of Commerce urged that the Com- 
mission find that the credit period for the settlement of charges 
to common carriers of property by motor vehicle be fixed at 
not less than 15 days, and that the period operate from the day 
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on which the freight bills are submitted to the shipper or the 
consignee. The motor carrier act, it asserted, conferred no 
authority on the Commigsion to prescribe a credit period for 
the settlement of charges of contract carriers. 

The Weyerhaeuser Timber Co. and the Weyerhaeuser Sales 
Co., in Ex Parte MC 1, rules and regulations governing the 
settlement of rates and charges of motor carriers, submitted 
that the Commission should establish as a reasonable period of 
accommodation in the payment of motor freight bills not less 
than fifteen days, with an exception as to undercharges. It sug- 
gested the same rule as applied to rail undercharges, namely, 
thirty days. 

It appeared to be conceded, their brief said, that the Com- 
mission was without authority to order reparation from motor 
carriers. Therefore they said that caused them to be more 
cautious in auditing motor freight bills, “since once paid, it 
will undoubtedly be difficult and costly to obtain any reason- 
albe adjustment.” Furthermore the brief added, a substantial 
claim might work a great hardship on a smaller truckman who 
might already be operating on a narrow financial margin. 


PETROLEUM TRUCKERS ORGANIZE 


Representatives of petroleum truckers in the mid-western 
states met at the Stevens Hotel, Chicago, January 6, to organize 
a division of Petroleum Carriers, Inc., a new national body 
which will eventually have divisions in the east, the mid-west, 
the west, the south, and on the Pacific coast. 

At the mid-western meeting a temporary organization was 
set up with Robert Blaske, president, Blaske Trucking Com- 
pany, Chicago, as chairman, to be assisted by a steering com- 
mittee consisting of C. R. Davis, secretary-treasurer, Sprout 
and Davis, Inc., South Chicago, Ill.; Charles Yoakum, president, 
Overland Transportation Company, Detroit, Mich., and Earl 
Westerlin, owner, Westerlin Freight Lines, Fort Wayne, Ind. 

J. B. Humphrey, traffic counsel, Clearing, Ill., was employed 
as executive secretary. An advisory committee was appointed 
from among legal counsel for member firms. Those appointed 
on that committee were K. F. Clardy, H. H. Rogers and Liv- 
ingston Osborn. 

A meeting to perfect a permanent organization will be held 
at the Commodore Perry Hotel, Toledo, O., January 16. 


HIGHWAYS OF FUTURE 


The main highways of the future are pictured by Thomas H. 
MacDonald, chief of the U. S. Bureau of Public Roads, as broad, 
unobstructed surfaces over which traffic can flow smoothly with 
safety and comfort. 

In discussing the work the state and federal governments 
are doing to make the main highways safe under modern traffic 
conditions, he says there will be provided for motor vehicle 
operators of the future, roadways that can be used with safety 
by the reasonably careful driver. 

“The roads of the future will have traffic lanes wide enough 
for ample clearance,” said he. “That means that at the speeds 
we now foresee we will want a 22-foot road for two-lane 
traffic. It will have shoulders wide enough for stopping; no 
deep side ditches. Its surface will be consistently smooth, and 
nonskid. It will be so designed as to alignment, profile, and 
cross section, that at no place will the traveler suddenly en- 
counter the unexpected or come into traffic so slow that if | 
impatient he will be tempted to take a chance. 

“Where the traffic is so heavy that two lanes will not carry 
it, there will be four-lane roads. But they will consist of two 
lanes on each side of a center parkway—there will be no chance 
to meet opposing traffic as there is in the present road with 
four contiguous lanes. Most engineers endorse the principle 
of separated-lane roads wherever more than two lanes must be 
provided to carry the traffic. 

“More highways will be lighted, no doubt, but the amount 
of lighting will depend on the funds made available for high- 
ways and on whether we find that we can spend the money in 
any other way that is as effective in preventing accidents. 
Greater dividends in lives saved per thousand dollars of ex- 
penditure would result from construction of footpaths along 
heavily traveled routes and from separation of grades at inter- 
sections of main traffic arteries than from a general lighting 
program. 

“However, lighting will have a place in the future program. 
Old methods of lighting are inefficient and of doubtful value, but 
marked improvements are being made. We must experiment to 
produce a thoroughly efficient system of lighting. We must also 
light experimental sections of highway and accumulate acci- 
dent records as a guide in determining where the expense of 
lighting is justified. I think it is clear that lighting for all roads 
is not possible now. Installation is not expensive, but opera- 
tion would cost more than all the other items of highway main- 
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tenance put together. And, as it is, most highway departments 
do not have enough maintenance money to keep the highways 
in as good shape as they would like. _ 

“We will have pedestrian walkways at a safe distance from 
the highway surface; also, on heavily traveled roads we will 
have surfaced areas where buses may pull out of the stream of 
traffic to receive and discharge passengers; and turnouts for 
the R. F. D. carriers to use in serving the boxes of their patrons. 
The danger spots which cannot be eliminated by reason of great 
expense will be plainly indicated by signs that will advise the 
motorist what speed is safe. 

“The highway engineer’s part in promoting highway safety 
is to design highways that are safe for reasonably careful driv- 
ers, that is—highways as safe as they can be built with the 
funds available. They will be highways on which you can pass 
an overtaken vehicle with safety, highways that will not con- 
front a driver with hazardous conditions without ample notice 
or warning. When this has been accomplished, the highway will 
occupy its proper place in supporting the safety triangle of 
the road, the vehicle, and the driver. But finally, safety will 
always rest with the driver.” 


CINCINNATI BUS INVESTIGATION 

The Commission, division 5, in Ex Parte MC 8, investiga- 
tion to ascertain and determine the motor carriers engaged in 
the interstate transportation of passengers over regular and 
irregular route or routes between the city of Cincinnati, O., and 
contiguous municipalities in Kentucky, who are lawfully en- 
gaged also in the intrastate transportation of passengers over 
the entire length of such interstate route or routes in accord- 
ance with the laws of each state having jurisdiction, has in- 
stituted an inquiry of the nature indicated by that title. 

Hearing in the inquiry is to be begun by joint board No. 
37 at 10 o’clock a. m., Feb. 1, at the Netherland-Plaza Hotel, 
Cincinnati, O. The announcement says that the hearing will 
continue at such other times and places as the Commission 
may direct. 

It is necessary, says the Commission in its order institut- 
ing the investigation, for the proper administration, execution, 
and enforcement of the motor carrier act, that a determination 
be made of the motor carriers engaged in the lawful interstate 
transportation of passengers over regular and irregular route 
or routes between Cincinnati and contiguous municipalities in 
Kentucky who are conditionally exempt from certain require- 
ments of the act under the provisions of section 203 (b)(8). 

As respondents in the proceeding the Commission has 
named the Kentucky carriers that have filed application for 
certificates to operate in that area. They are Dixie Traction 
Co., Inc., Erlanger; Black Diamond Stages, Inc., Fort Thomas; 
Peoples-Central Transit Lines, Inc., Covington; Kathryn A. 
Ross, dba as Merchants’ Bus Line & Citizens Bus Line, Cov- 
ington; Fannie Perry, dba My Motor Coaches, Covington; Lud- 
low Transit Co., Bromley; Paul Schwerling, dba Cold Spring 
Bus Co., Cold Spring; Cincinnati, Newport & Covington Rail- 
way Co., Covington, and Ross Motor Coaches, Inc., Covington. 


TRUCKS AND GOVERNMENT TRAFFIC 


The federal traffic section of the procurement division of 
the U. S. Treasury has issued instructions governing the han- 
dling of government shipments by truck. Truck carriers are 
‘advised that no consideration may be given any carrier unless 
its legal rates are on file in the office of the federal traffic 
section. They are also advised to file copies of their tariffs with 
the General Accounting Office which audits vouchers covering 
transportation contracted for by the government. ; 

Although it is proposed to give motor carriers due consid- 
eration in the distribution of government traffic, says the sec- 
tion, it should be clearly understood that only those interstate 
carriers who hold certificates or permits from the Commission 
and those intrastate carriers who are operating in compliance 
with state laws, will be considered qualified to handle this 
traffic. It is pointed out that, under the motor carrier act, com- 
mon carriers may arrange with the government for transporta- 
tion at less than the published rates. 


A. T. A. COMMITTEES 


Appointments to the legislative committee and the national 
rates and classification committee of the American Trucking 
Associations, Inc., have been made by Ted V. Rodgers, presi- 
dent. Additional appointments are yet to be made. Members of 
the legislative committee include Earl Simpson, Geneva, N. Y.; 
F. O. Nelson, Jr., New York City; James P. Clark, Philadel- 
phia; John H. Smith, Huntington, W. Va.; A. B. Abercrombie, 
Atlanta, Ga.; C: T. Jordan, Hartsville, S. C.; E. J. Buhner, 
Louisville, Ky.; E. W. King, Kingsport, Tenn.; Walter F. Carey, 
Detroit, Mich.; J. H. Adkins, Indianapolis, Ind.; J. R. Herrin, 
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New Orleans; Fisher G. Dorsey, Houston, Tex.; R. A. Anderson, 
St. Louis; A. C. Elsholtz, Fargo, N. D.; George Tiernan, Mil- 
waukee, Wis.; J. H. Harriss, Manzanola, Colo.; T. S. Carter, 
Salt Lake City; Stewart Russell, Los Angeles; and Joseph 
Robertson, San Francisco. Members of the rates and classifica- 
tion committee include: Arthur G. McKeever, New York City; 
J. W. Newby, Baltimore; Frank Baird, York, Pa.; B. L. Frazier, 
Burlington, N. C.; J. C. Steadman, Waycross, Ga.; M. J. Parlin, 
Louisville; L. J. Benton, Louisville; R. J. McBride, Chicago; 
Sam Ziffrin, Indianapolis; R. C. Dodge, Texarkana, Ark.; C. F, 
Weilbacher, St. Louis; Glenn Bruce, Des Moines; J. E. Edell, 
Fargo, N. D.; E. N. Cannon, Madison, Wis.; A. W. Young, Salt 
Lake City; Fred C. Leibold, Portland, Ore.; E. J. Barry, Port- 
land, Ore.; Ray H. Culbertson, Seattle; Harold Frasher, Fresno, 
Calif.; and H. Halverson, Los Angeles. 





VACATIONISTS’ AUTOMOBILES TO THE SOUTH 


Automobiles shipped via the Pennsylvania Railroad by pas- 
sengers bound for the south between November 1 and Decem- 
ber 15, 1936, were double in number those shipped in the same 
manner in the same period of 1935, according to an announce- 
ment by the railroad. The so-called “automobile ticketing 
plan” has been in effect on the Pennsylvania for four years. 
Under it, passenger automobiles may be shipped for four cents 
a mile by the holders of two pullman tickets or the holders of 
three coach tickets. The railroad called attention to the fact 
that vacationists, by shipping automobiles in this manner, may 
add six days to their vacation periods. 





SHIPPERS ATTACK TRUCK RATES 


The first of complaints by shippers against rates of truck 
carriers was made public by the Commission Jan. 6. One was 
docketed MC C-27, Wabash Fibre Box Co., Terre Haute, Ind., 
against Denny Motor Transfer, Inc., and Union Transfer Co., 
Inc. It alleged that rates on corrugated fibreboard boxes from 
Terre Haute, Ind., to Lexington, Ky., were in violation of sec- 
tion 217 of the motor act. Rates for the future are asked. 

In MC C-28, Hausman Steel Co., Toledo, O., vs. Seaboard 
Freight Lines, Inc., and Kulp Transportation Lines, Inc., com- 
plainant alleged that charges on concrete construction forms 
shipped from Perrysville, Md., to Canandaigua, N. Y., were 
and are unjust and unreasonable in violation of sections 216 


and 217 of the motor act. Rates for the future and reparation 
are asked. 


MOTOR ORDERS EFFECTIVE 


No exceptions having been filed to the recommended motor 
reports and orders and the Commission not having stayed them, 
reports and orders proposed by joint board or examiners re- 
specting the following applications have become effective as 
of the dates mentioned: 

MC 10897 (BMC 1), application of Acme Freight Lines, 
Inc., by joint board No. 64, as of Dec. 14. 

MC 31819, application of Urpo Orvokki Enroth, by joint 
board No. 28, as of Dec. 3. 

MC 50004, application of David S. Caswell, Jr., by joint 
board No. 18, as of Dec. 10. 

MC 50021, application of Emma J. Huntley, by joint board 
No. 44, as of Dec. 14. 





MOTOR JOINT BOARDS 
The Commission has created the following motor joint 
boards or made changes as indicated: 
No. 134, Connecticut, Massachusetts and Rhode Island. 
R. Roscoe Anderson, secretary, division of public utilities vice 
Frederick A. Young, chief. 





AIR EXPRESS UP 99 PER CENT 


Gross revenues from air express shipments in November, 
1936, exceeded those for the same month in 1935 by 99 per 
cent, according to an announcement by the air express division 
of the Railway Express Agency. All one-day records for air 
express shipments into and out of New York were broken, 
December 22, 1936, when 1,973 packages were handled, the 
statement said. 





VIDAL NOT TO RESIGN NOW 


Eugene L. Vidal, director of air commerce of the Depart- 
ment of Commerce, has denied reports he has prepared his 
resignation. 

“When I entered public service I did so with the purpose 
of carrying out a definite program for the advancement of 
civil aeronautics,” said he. “That program has not been com- 
pleted.” 
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MARITIME COMMISSION REPORT 


The first report of the United States Maritime Commission 
to Congress, dated Jan. 4, was one of progress, Congress being 
advised that the commission “feels that it has not had sufficient 
experience as yet with the (merchant marine) act in its present 
form to justify the commission in making recommendations at 
the beginning of this session of the Congress for legislation. 

“The commission, however, believes that before the present 
session of the Congress is adjourned it may be found advisable 
to make recommendations for legislation which will clarify 
the present act in divers particulars and strengthen the means 
now provided in it to accomplish its purpose,” says the report. 

The commission outlined the requirements of the new ship- 
ping legislation, told of its organization and of steps it had taken 
to put the act into effect, such as the issuance of regulations 
with respect to subsidy contracts and the adjustment of the 
existing ocean mail contracts which are to be terminated by 
June 30, 1937. The report covers the period from Oct. 26, 1936, 
the date of the commission’s official organization, to Dec. 31, 
1936. 

Among other investigations directed to be made by the 
merchant marine act, the report points out, the act directs the 
commission to make a study with a view to the adoption of a 
long range program of replacements and additions to the mer- 
chant fleet to achieve the policy and purpose of the law. 

“This program,” said the report, “is designed to create a 
well-balanced fleet, including all types of vessels to provide 
shipping service on all the routes found essential for maintain- 
ing the flow of the nation’s foreign commerce. The vessels are 
to be capable of being quickly convertible into transport and 
supply vessels in time of national emergency. The study inci- 
dent to this program is going forward in conjunction with the 
Navy Department. In this respect, the commission’s experts in 
conjunction with the Navy Department already have worked out 
plans for a standard cargo vessel, and tanker suitable for vari- 
ous commercial trades, which could be speedily adapted for 
naval or military service. There has also been evolved a design 
for a standard cargo and passenger service vessel, suitable for 
the South American trade, in which have been incorporated 
the same defense features. The commission already has estab- 
lished the policy that all vessels constructed under the merchant 
marine program must have complete protection for passengers 
and crew against fire and other marine peril.” 

The commission reported it now had 197 vessels in its 
laid-up fleet which had been grouped into three classes accord- 
ing to their serviceability, class 1 consisting of 40 of the best 
ships suitable for charter or sale or use as defense auxiliaries; 
class 2 of 131 ships of negligible value for commercial purposes 
but which could be utilized in a national emergency, and class 
3 or 26 ships having only scrap value. A further inspection is 
to be made of these vessels in drydock to determine their 
condition. 

Fifty-eight steamship companies, said the report, had reg- 
istered with the commission under the provisions of the act 
requiring registration of persons doing business with it. 

Assets of the commission as of Oct. 26, 1936, were listed 
as $221,208,506.10, including $17,764,615 as appraised value of 
its fleet of 242 vessels and 21 barges and launches. 


As to investigations and studies required by the act, the 
commission says: 


The act directs the commission to make numerous investigations, 
Studies, and surveys in connection with the maintenance and develop- 
ment of the merchant marine. All of them are now in progress. In 
some instances, the old Shipping Board organization already was 
engaged in making these investigations when it was transferred to 
the commission and it has provided valuable ground work which has 
done much to simplify the commission's efforts. Of imperative im- 
portance is the study being made by the commission of the difference 
in the operating cost of American and foreign flag ships. While ship 
operators holding ocean mail contracts must await the adjustment 
and termination of these contracts before becoming eligible for operat- 
ing differential subsidies, all American steamship companies engaged 
in foreign commerce are privileged to apply for the subsidies, so that 
the information and data on the relative costs of operation are essential 
immediately to enable the commission to act quickly and intelligently 
on these applications. An intensive study likewise is being made of 
the difference in cost between building and reconditioning ships in 
American and foreign ship yards, so that the commission may be able 
to act promptly on applications for construction differential subsidies. 
The commission has promulgated instructions and forms for the ap- 
plications for both operating differential subsidies and construction 
differential subsidies. 


With the object of determining essential trade routes for the 
nation’s water-borne commerce and to effect a consolidation for elimi- 
nation of such routes over which American ships are now operating 
at a loss, and to extend and expand the routes where traffic justifies 
It, the commission is making a survey of the various foreign services 
in which American flag ships are now engaged. Closely related to 
this survey is the study which the commission is making of the opera- 
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tion of its own lines through managing agents. These operations ap- 
parently are far from satisfactory. The commission is required under 
the act to end this method of operation within one year from passage 
of the act. 

Among the other investigations either initiated or being continued 
by the Commission are: 

The application of present shipping laws to aircraft engaged in 
foreign commerce with the purpose of recommending to Congress 
whatever amendments are necessary to bring this about. This investi- 
gation covers the feasibility of the use of lighter-than-air craft as an 
arm of the merchant marine. In this connection, the commission is 
studying the various reports transmitted to it by the Secretary of 
Commerce. 

An investigation to determine the extent and character of aid and 
subsidies granted by foreign governments to their merchant shipping. 

An investigation of the past due indebtedness to the government 
of various steamship owners with a view to collecting amounts now 
in default. On October 26 the obligations in default amounted to 
$6,681,169.79. 

A survey to ascertain the number, location and efficiency of Amer- 
ican ship yards at the present time. 

An investigation to determine the advisability of permitting citizens 
of the United States to participate in tramp shipping service with ves- 
sels of American registry. 

A survey of American ports, which is being conducted in coopera- 
tion with the War Department. 

A study of maritime insurance to determine whether American 
underwriters should be assisted by the government in meeting foreign 
competition. At present over fifty per cent of the insurance on Amer- 
ican bottoms is being written abroad because of lower rates. American 
underwriters represent that they can not meet these rates. 

Under the broad regulatory powers transferred and invested in 
the commission by the new act, the commission is continuing investi- 
gation of discriminatory practices whereby shippers of cargo originat- 
ing in the United States are required to pay a higher rate to a foreign 
port than the rate charged on a similar cargo from a foreign port to 
the United States, with a view of recommending to Congress legislation 
by which such discrimination can be corrected. 

The commission also is formulating a program to encourage 
American citizens to travel and ship their goods on vessels flying 
the American flag. 


MARITIME COMMISSION 


Establishment of two new ‘divisions to be known as the 
division of transportation and the technical division has been 
announced by the Maritime Commission. 

S. Duvall Schell, who was president of the former Mer- 
chant Fleet Corporation, has been named acting director of the 
division of transportation. D. S. Brierley has been designated 
acting director of the new technical division. 

The division of transportation will consist of four sections 
as follows: 





Vessel personnel section: The chief of this section will function as 
the labor representative of the Maritime Commission. The section will 
be responsible for the minimum-manning, minimum-wage scales, and 
working condition studies prescribed in the merchant marine act of 
1936, and for the conducting of such investigations and hearings as may 
be necessary to carry out these functions. This section shall also be 
responsible for the approving of appointments of licensed personnel 
employed on vessels operated for the account of the commission. It 
will cooperate with the technical division of the Maritime Commission 
and the Bureau of Marine Inspection and Navigation of the Commerce 
Department in the designing and developing of proper living accommo- 
dations for vessel crews. 

Traffic section: The chief of this section will function as the traffic 
representative of the Maritime Commission. He will be responsible for 
the making of studies, reports, and recommendations with regard to the 
development, increase, and procurement of traffic for American lines. 
He will represent the Maritime Commission in conference, pooling, or 
other trade participation arrangements. He will also have general 
supervision of all traffic matters in connection with the vessels and 
lines operated at present for the account of the Maritime Commission, 
including the determination of appropriate charter rates. 

Vessel management section: This section is responsible for the 
functions of the commission with regard to the management of vessels 
under the direct operation of the Maritime Commission. It will serve 
as the nucleus for the management of any lines that for any reason 
may revert to the supervision of the commission, insuring a continua- 
tion of service until such time as the commission disposes of these lines 
through sale or charter. 

Terminal section: The functions of this section shall be the admin- 
istration and maintenance of the terminal properties under the control 
of the Maritime Commission. It shall also make studies, reports, and 
recommendations with regard to the policy of operating these terminals 
and the customs, practices and procedures of the operation of terminals 
by private owners. 


The personnel and functions of the division of construction 
and maintenance, of which Mr. Brierley has been the chief, and 
the reserve fleet and sales section of the former division of 
operations and sales have been consolidated in the technical 
division. 

Huntington T. Morse, who was chief of the division of 
operations and sales, has been trasferred to the office of Com- 
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missioner M. M. Taylor, with the title of special expert. In 
this capacity, Mr. Morse will be responsible, in accordance with 
the terms of Administrative Order No. 8, for coordinating the 
development of all necessary data on construction-differential 
subsidies and operating-differential subsidies. In addition, he 
will be responsible for the developing of information and data 
incident to the sale or charter of ships. In this connection, he 
will serve as a liaison between the commission and the interested 
divisions or outside parties. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Maritime Commission on agreements filed pursuant to the pro- 
visions of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 


5466 between American Line Steamship Corporation and The 
Atlantic Transport Company of West Virginia (Panama Pacific Line) 
and Kingsley Navigation Company, Itd., providing for the transporta- 
tion of cargo unaer tnrough bills of lading between New York, N. Y., 
and ports in British Columbia, with transhipment at San Francisco or 
Los Angeles Harbor, California. 

5559 between A. F. Klaveness & Co. A/S (Klaveness Line) and 
Luckenbach Gulf Steamship Company, Inc., providing for the transpor- 
tation of cargo under through bills of lading from Sumatra, Federated 
Malay States, Straits Settlements, Dutch East Indies, Philippine 
Islands, and Hongkong to United States Gulf of Mexico ports, with 
transhipment at Los Angeles Harbor, San Francisco, Portland, or 
Seattle. 

5561 between Union Steam Ship Company of New Zealand, Ltd., 
and Luckenbach Steamship Company, Inc., providing for the transpor- 
tation of cargo under through bills of lading from Australia, New 
Zealand, Tasmania, Fiji Islands, Samoan Islands, and Papeete, Tahiti, 
to United States Atlantic Coast ports, with transhipment at Los Angeles 
Harbor, San Francisco, Portland, or Seattle. 

5565 between States Steamship Company and Luckenbach Gulf 
Steamship Company, Inc., providing for the transportation of cargo 
under through bills of lading from India, Dutch East Indies, Straits 
Settlements, Federated Malay States, Philippine Islands, Siam, French 
Indo-China, China, and Japan to United States Gulf of Mexico ports, 
with transhipment at Los Angeles Harbor, San Francisco, Portland, or 
Seattle. 

5570 between A. F. Klaveness & Co. A/S (Klaveness Line) and 
Luckenbach Steamship Company, Inc., providing for the transportation 
of cargo under through bills of lading from Sumatra, Federated Malay 
States, Straits Settlements, Dutch East Indies, Philippine Islands, and 
Hongkong to United States Atlantic Coast ports, with transhipment at 
Los Angeles Harbor, San Francisco, Portland, or Seattle. 

5592 between Nicholson Universal Steamship Company, Spokane 
Steamship Company, and Seneca Steamship Company being a coopera- 
tive working arrangement whereby the Seneca Steamship Company 
agrees to cease operations as a common carrier and act as an exclusive 
agent for Nicholson Universal Steamship Company and Spokane Steam- 
ship Company for the solicitation of automobiles for transportation 
from Detroit, Michigan, to Chicago, Illinois, Milwaukee, and Green Bay, 
Wisconsin, and territory west thereof. 

5595 between Dollar Steamship Lines Inc., Ltd., and Ocean Steam- 
ship Company of Savannah providing for the transportation of cargo 
under through bills of lading from Singapore, Straits Settlements, to 
Savannah, with transhipment at New York. 


5602 between Wilh. Wilhelmsen (Barber Line) and American- 
Hawaiian Steamship Company providing for the transportation of cargo 
under through bills of lading from China, Japan, and the Philippine 
Islands to United States Atlantic Coast ports, with transhipment at Los 
Angeles Harbor, San Francisco, Portland, or Seattle. 


5604 between Bank Line, Ltd., and American-Hawaiian Steamship 
Company providing for the transportation of cargo under through bills 
of lading from China, Hongkong, and the Philippine Islands to United 
States Atlantic ports, with transhipment at Los Angeles Harbor, San 
Francisco, Portland, or Seattle. 

5606 between Silver Line Limited and American-Hawaiian Steam- 
ship Company providing for the transportation of cargo under through 
bills of lading from Straits Settlements, Dutch East Indies, and the 
Philippine Islands to United States Atlantic Coast ports, with tranship- 
ment at Los Angeles Harbor, San Francisco, Portland, or Seattle. 

5607 between States Steamship Company and American-Hawaiian 
Steamship Company providing for the transportation of cargo under 
through bills of lading from Japan, China, Manchuria, and the Philip- 
pine Islands to United States Atlantic Coast ports, with transhipment 
at Los Angeles Harbor, San Francisco, Portland, or Seattle. 

5616 between Kokusai Kisen Kaisha and American-Hawaiian Steam- 
ship Company providing for the transportation of cargo under through 
bills of lading from Japan, Dutch East Indies, Korea, Manchuria, For- 
mosa, China, Hongkong, Indo-China, Philippine Islands, and Straits 
Settlements to United States Atlantic Coast ports, with transhipment 
at Los Angeles Harbor, San Francisco, Portland, or Seattle. 

5617 between Kokusai Kisen Kaisha and Luckenbach Gulf Steam- 
ship Company, Inc., providing for the transportation of cargo under 
through bills of lading from Japan, Korea, Manchuria, Formosa, China, 
Hongkong, Indo-China, Philippifie Islands, and Straits Settlements to 
United States Gulf of Mexico ports, with transhipment at Los Angeles 
Harbor or San Francisco. 

5618 between Kokusai Kisen Kaisha and Luckenbach Steamship 
Company, Inc., providing for the transportation of cargo under through 
bills of lading from Japan, Korea, Manchuria, Formosa, China, Hong- 
kong, Indo-China, Philippine Islands, and Straits Settlements to United 
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States Atlantic Coast ports, with transhipment at Los Angeles Harbor, 
San Francisco, Portland, or Seattle. 

5545-1 between Gulf Pacific Mail Line, Ltd., and Coast Transporta- 
tion Company, Inc., modifying agreement 5545 to provide for the 
addition of New Orleans as a port of transhipment. Agreement 5545 
provides for the transportation of cargo from United States Pacific 
Coast ports to Pensacola, Florida, with transhipment at Mobile. 

5546-1 between Swayne & Hoyt, Ltd. (Gulf Pacific Line) and Coast 
Transportation Company, Inc., modifying agreement 5546 to provide 
for the addition of New Orleans, as a port of transhipment. Agree. 
ment 5546 provides for the transportation of cargo from United States 
Pacific Coast ports to Pensacola, Florida, with transhipment at Mobile, 

5560 between Mitsubishi Shoji Kaisha and Luckenbach Gulf Steam- 
ship Company, Inc., providing for the transportation of cargo under 
through bills of lading from Japan to United States Gulf of Mexico 
ports, with transhipment at Los Angeles Harbor, San Francisco, Port- 
land, or Seattle. 

5599 between Silver Line, Limited, and Luckenbach Gulf Steam- 
ship Company, Inc., providing for the transportation of cargo under 
through bills of lading from Japan, China, Hongkong, Dutch East 
Indies, Philippine Islands, Ceylon, India, and Straits Settlements to 
United States Gulf of Mexico ports, with transhipment at Los Angeles 
Harbor, San Francisco, Portland, or Seattle. 

5627 between Oceanic and Oriental Navigation Company and Luck- 
enbach Gulf Steamship Company, Inc., providing for the transportation 
of cargo under through bills of lading from Japan, Korea, Siberia, 
Formosa, Manchukuo, Dairen, Kwantung, leased territory; China, Hong- 
kong, French Indo-China, Siam and the Philippine Islands to United 
States Gulf of Mexico ports, with transhipment at Los Angeles Harbor, 
San Francisco, Portland, or Seattle. 

5639 between Ocean Shipping Company, Ltd., and Luckenbach Gulf 
Steamship Company, Inc., providing for the transportation of cargo 
under through bills of lading from China, Hongkong, Manchuria, and 
Japan to United States Gulf of Mexico ports, with transhipment at Los 
Angeles Harbor, San Francisco, Portland, or Seattle. 

5640 between Ocean Shipping Company, Ltd., and Luckenbach 
Steamship Company, Inc., providing for the transportation of cargo 
under through bills of lading from China, Hongkong, Manchuria, and 
Japan to United States Atlantic Coast ports with transhipment at Los 
Angeles Harbor, San Francisco, Portland, or Seattle. 


Agreements Cancelled 


400 between New York & Cuba Mail Steamship Company and Amer- 
ican-Haiwaiian Steamship Company, which provides for the transpor- 
tation of binder twine from Cuban ports to United States Pacific Coast 
ports, with transhipment at New York. 

772 between New York & Cuba Mail Steamship Company and Amer- 
ican-Hawaiian Steamship Company, which provides for the transporta- 
tion of coffee under through bills of lading from Vera Cruz, Mexico, to 
United States Pacific Coast ports with transhipment at New York. 

1811 between Royal Netherlands Steamship Company and Osaka 
Shosen Kaisha, which provides for the transportation of cargo under 
through bills of lading from the West Indies and Maracaibo to the 
East Coast of the United States, with transhipment at Cristobal and/or 
Balboa. 

3329 between Luckenbach Gulf Steamship Company, Inc., and Lykes 
Bros.-Ripley Steamship Company, Inc. (Dixie U. K. Line), which pro- 
vides for the transportation of canned goods, dried fruits, high density 
cotton, apricot kernels, honey, and dried beans under through bills of 
lading from specified United States Pacific Coast ports to specified 
United Kingdom ports, with transhipment at New Orleans or Houston. 

3934 between Luckenbach Gulf Steamship Company, Inc., and N. V. 
Nederlandsch-Amerikaansche Stoomvaart-Maatschappij, ‘‘Holland Amer- 
ika Lijn,’’ which provides for the transportation of canned goods, dried 
fruits, high density cotton, apricot kernels, honey, and dried beans 
under through bills of lading from United States Pacific Coast ports to 
London, with transhipment at New Orleans or Houston. 

3935 between Luckenbach Gulf Steamship Company, Inc., and N. V. 
Nederlandsch-Amerikaansche Stoomvaart-Maatschappij, ‘‘Holland Amer- 
ika Lijn,’’ which provides for the transportation of canned goods, dried 
fruits, high density cotton, apricot kernels, honey, and dried beans 
under through bills of lading from United States Pacific Coast ports to 
Antwerp, Amsterdam, and Rotterdam, with transhipment at New 
Orleans, or Houston. 


MARITIME REGISTRATIONS 


The Maritime Commission has made public a list of the 
steamship companies and the individuals authorized to repre- 
sent them in their relations with the government who have 
registered with the commission under the new merchant marine 
act. The list comprises 51 companies and their subsidiaries and 
310 individuals. It will be supplemented as additional regis- 
trations are received, according to the commission, which adds: 

Regulations promulgated by the commission under the law require 
registration of all persons ‘‘employed or retained by any shipbuilder or 
ship operator holding or applying for a contract under the provisions 
of this act’’ who ‘“‘present, advocate or oppose’’ any matter affecting 
their interests before the commission. 

Registration with the commission also is necessary under the law 
before these representatives may ‘“‘present, advocate or oppose’ 
similar subjects before Congress, the members or committees thereof, 
or before any other governmental agency. 

The commission has ordered copies of the 70-page registration list 
transmitted to every member of Congress and all government agencies 
to facilitate the administration of the registration requirements. 

The act makes violations a misdemeanor punishable in the case 
of individuals, by a fine of $10,000 or imprisonment for one to five 
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years or both, and in the case of a corporation, by a fine of not more 
than $25,000. 
The regulations of the commission require shipbuilders and ship 


operators and their representatives to file various forms in completing 
their registration. These forms cover statements of the steamship and 
shipbuilding companies of their corporate set-up; designation by the 


companies of the officials or employes handling routing relations with 
the commission; designation of officials or special representatives who 
handle directly the more important and special matters with the com- 
mission, and a certificate showing the nature and character of the 
employment and the amount of compensation of each registrant. In 
addition the individual registrants who have direct contact with the 
commission must file with the commission monthly a statement showing 
compensation received and expenses in that period. Representatives 
of shipbuilders and ship operators also may file in advance with the 
commission a certificate of the subject matter which they wish to 
discuss and the commission in turn may give notice to the shipbuilders 


and ship operators whenever it is about to consider matters which may 
affect them. 


Apparently many of the steamship companies reported the 
names of all employes who might have some contact with the 
government in shipping matters. 


EFFECT OF MARITIME STRIKE 


“The maritime strike which was in effect throughout No- 
vember cut sharply into our export trade in many food items, 
particularly those which originate entirely or nearly entirely 
from the West Coast,” says F. H. Rawls, chief of the Com- 
merce Department’s foodstuffs division. 

“Among such decreases during November, 1936, as com- 
pared with November, 1935, were the following: Canned salmon 
exports off from $717,000 to $74,000; canned sardines decreased 
from $421,000 to $114,000; canned asparagus off from $243,000 
to $28,000; dried and evaporated fruits down from $6,551,000 
to $1,028,000, and canned fruits off from $2,808,000 to $206,000. 
Last month (October) exports of each of these classes, with the 
exception of canned fruits, were substantially higher than dur- 
ing October, 1935. 

“Total exports of food products during November, 1936, 
were valued at $13,684,000, about half the November, 1935, 
figure of $26,758,000. The reduced November exports brought 
the cumulative figure for the year down below the comparable 
figure of 1935. Total exports of food products for the first eleven 
months of 1936 amounted to $188.530,000 compared with $196,- 
073,000 for the same period of 1935. 

“Imports of food products during November, 1936, were 
larger than those of November, 1935, by more than one-third, 
amounting to $58,270,000 as compared with $43,851,000. The 
eleven months’ food import figures were $658,996,000 for 1936 
and $596,324,000 for the eleven months of 1935. The maritime 
strike apparently had little effect on import trade in foods. 
Copra from the Philippine Island was an exception to this, 
imports amounting to only $205,000 during the month of 
November as compared with $1,090.000 during October, 1936, 
and $1,114,000 during November, 1935. 

“Exports of fresh fruits held up comparatively well in 
November despite the strike. Export volume for the eleven 
months in fresh pears is particularly interesting, amounting 
to $4,522,000 for the 1936 period as compared with $4,373,000 for 
the eleven months of 1935. The movement of onions from the 
United States to foreign markets, principally Cuba, continued 
favorable during November. Shipments abroad during the first 
eleven months of the past year were valued at $717,000 com- 
pared with $579,000 during the same period of 1935, reflecting 
for the most part the improving economic conditions in Cuba 
and the continued benefits which this trade is receiving under 
the Cuban trade agreement, according to the analysis made 
by the foodstuffs division.” 

President Roosevelt this week continued to pursue the 
course heretofore followed by him in the maritime strike situa- 
tion—that of keeping advised of developments and permitting 
the Department of Labor to do what it could in trying to effect 
a settlement. Reports were received by the President from 
Secretary of Labor Perkins. The latter expressed the view 
that, due to the length of time consumed in the conversations of 
those attempting to effect a settlement, the situation would be 
much more healthy when the dispute was ended than if half- 
hearted arbitration had been resorted to. She said the prefer- 
ential hiring of masters, mates and pilots was the only point as 
to which the striking unions were not now satisfied. 


PANAMA CANAL TRAFFIC 


_ In December, 341 ocean vessels transited the Panama 
Canal, and tolls of $1,366,388.58 thereon were collected, ac- 
cording to a radiogram received by the Secretary of War from 
the governor of the canal. In November the transits. totaled 
368 and the tolls, $1,488,054.25. For the six months ended 
with December, the transits aggregated 2,586 and the tolls, 
$11,032,287.34, as against 2,481 transits and tolls of $10,979,- 
819.63 for the same period of 1935. 
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(District Court, E. D. New York.) Where respondent was 
responsible for cargo loss which constituted libelant’s cause of 
action, but cause of action was barred by limitation, costs 
would be taxed in behalf of each party as to legal issue on 
which he prevailed, notwithstanding result of sustaining right 
to limit was to deprive libelant of any recovery since barge 
was a total loss and there was no pending freight. (Flat-Top 
Fuel Co. vs. Martin, 16 Fed. Supp. 871.) 





(Circuit Court of Appeals, Second Circuit.) Charter for 
whole barge for shipping cargo between designated points made 
barge private carrier and left parties free to contract as they 
chose. (The Westmoreland, 86 Fed. Rep. (2d) 96). 

Inclusion in charter party of Harter Act could not in- 
validate stipulation that duties of ship should be different in 
given particular from duties under maritime law (Harter Act, 
46 U. S. C. A., Sec. 190 et seq.).—Ibid. : 

Under charter party for carriage of cargo of ammonia 
sulphate, in which Harter Act was incorporated and which 
made shipper responsible for loading and stowage and put risk 
of stowage on vessel’s skin on shipper, private carrier held 
not liable to shipper for damage to cargo stowed on skin of 
barge without dunnage, caused when ammonia sulphate sifted 
through small cracks of ceiling of the hold into bilge water, 
forming mixture which choked pumps so that water rose above 
ceiling and wet lower part of cargo (Harter Act, 46 U. S.C. A., 
Sec. 190 et seq.).—Ibid. ; 

In libel for damage to cargo of ammonia sulphate shipped 
on barge under charter party where Harter Act was incor- 
porated and charterer expressly assumed risk from stowage 
on skin of ship, question whether defective ceiling with respect 
to which charterer assumed risk was barge’s only fault held 
for trier of facts (Harter Act, 46 U. S. C. A., Sec. 190 et seq.). 
—Ibid. 

In libel for damage to cargo of ammonia sulphate shipped 
on barge under charter party incorporating Harter Act, owner 
had burden of proving ship seaworthy, but was not bound to 
straighten out every kink in testimony of his witnesses (Harter 
Act, 46 U. S. C. A., Sec. 190 et seq.).—Ibid. 


IMPROVEMENT OF WATERWAYS 


Major General E. M. Markham, chief of engineers of the 
U. S. army, estimates in his annual report for the fiscal year 
ended June 30, 1936, that in the fiscal year ending June 30, 
1938, the government can profitably expend on river and harbor 
work, $140,150,150 for new work and $39,716,970 for main- 
tenance, and $112,646,300 for flood control work. 

Some of the larger projects listed in the report and the 
amounts estimated for expenditure in connection therewith 
follow: 

Cape Cod Canal, Mass., $4,000,000 for new work and $370,- 
000 for maintenance; New York Harbor, N. Y., $1,200,000 for 
new work and $80,000 for maintenance; Great Lakes to Hudson 
River waterway, $10,000,000; New York and New Jersey chan- 
nels, $5,000,000 for new work and $118,000 for maintenance; 
Chesapeake and Delaware Canal, $3,650,000 for new work and 
$460,000 for maintenance; Black Warrior, Warrior and Tom- 
bigbee Rivers, Ala., $1,684,000 for new work and $476,000 for 
maintenance; Sabine-Neches waterway, Tex., $1,090,000 for new 
work and $560,000 for maintenance; Louisiana-Texas intra- 
coastal waterway, Sabine River-Corpus Christi section, $1,900,- 
000 for new work and $220,000 for maintenance; Houston ship 
channel, Tex., $1,500,000 for new work and $500,000 for main- 
tenance; Mississippi River between the Ohio and Missouri 
Rivers, $1,000,000 for new work and $1,000,000 for maintenance; 
Mississippi River between the Missouri River and Minneapolis, 
$35,041,000 for new work and $1,969,000 for maintenance; Ili- 
nois waterway, $7,934,000 for new work and $996,000 for main- 
tenance; Missouri River, Kansas City to Sioux City, $18,600,000 
for new work and $750,000 for maintenance; Missouri River at 
Fort Peck, $8,706,000; Ohio River, open channel work, $1,000,- 
000, and $1,500,000 for maintenance; Kanawha River, W. Va., 
$2,480,000 for new work and $200,000 for maintenance; Kewee- 
naw waterway, Mich., $1,600,000 for new work and $123,000 for 
maintenance; Calumet Harbor and River, Ill., and Ind., $925,000 
for new work and $305,000 for maintenance; Lorain Harbor, O., 
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$950,000 for new work and $51,000 for maintenance; Los Angeles 
and Long Beach Harbor, Calif., $1,375,000 for new work and 
$80,000 for maintenance; Sacramento River debris control, 
$4,645,000; Bonneville Dam, $6,974,000; Grays Harbor and Che- 
halis River, Wash., $1,620,000 for new work and $238,000 for 
maintenance. 


The report said the water-borne commerce for the calendar 
year 1935 aggregated 453,331,000 tons, with a reported value of 
$16,889,000,000, an increase of 40,000,000 tons and $2,000,000,- 
000 in value over the previous year. 


“The amount expended in the maintenance and improve- 
ment of river and harbor works for the year (fiscal year ended 
June 30, 1936) was $167,226,335.62; on flood control, $51,068,- 
604.56; on operation and care of canals, removal of wrecks, 
and other purposes previously covered by permanent definite 
and indefinite appropriations, $917,332; Passamaquoddy tidal 
power project, $6,028,918.06; and for other miscellaneous re- 
lated work, $317,275.20, a total of $225,558,465.44,” said the 
report. 


The report pointed out that the river and harbor act ap- 
proved Aug. 30, 1935, adopted 246 new projects, or modifications 
of existing projects, having a total estimated cost of approxi- 
mately $661,000,000, of which amount $318,578,000 had already 
been provided from the several emergency appropriations. Total 
allotments received from the several emergency appropriations 
had exceeded $497,000,000, said the report. 


Approximately 1,000 river and harbor projects were in 
force at the close of the fiscal year, and active operations were 
under way on 337 of these projects, according to the report. 


MARINE INSURANCE 


(By Harry J. Daniels, Division of Commercial Laws, Department 
of Commerce) 


In Great Britain, under the marine insurance act of 1906, 
definite rules regarding marine insurance were set forth, al- 
though no particular kind of policy is required by law. The 
Lloyd’s form of policy is generally used in that country. In 
the United States, however, no standard form of policy is re- 
quired by law. Each company is free to issue policy contracts 
in such form and language as it wishes. There are, how- 
ever, certain features which have become standardized by rea- 
son of past experience and established practices. 

Marine policies cover the cargo, the vessel, or the freight. 
The more important policies are as follows: Voyage policies, in 
which property is insured for transit from one point to another; 
time policies, which run for a certain period; and floating 
policies, in which the wording to broad enough to cover the 
amount of the insured interest by whatever steamer or steam- 
ers the cargo may be shipped or upon any steamer of a certain 
line. 

A marine policy must include the name of the insured, the 
subject matter insured and the risk, the voyage or period of 
time covered by the insurance, the amount of the insurance, and 
the names of the insurers. 

There must be an insurable interest at the time of loss. 
The principal interests involved are in cargo, hull, and freight. 
While a partial interest may be insured, the underwriter’s lia- 
bility is limited to the degree of the insured’s “insurable inter- 
est” in the property insured. The law of Chile specifies the 
character of the interest necessary, as that of owners, partner, 
trustee, lessee, creditor, administrator, or other person inter- 
ested in the preservation of property. In Great Britain and in 
this country, the general rule is that one has an insurance 
interest when he will sustain loss from the destruction of the 
subject matter or derive benefit from its preservation. 


Aleatory Contracts Distinguished from Wagers 


If the insured does not have a personal interest in the sub- 
ject matter, or is not the agent or representative of one who 
has an interest, the contract becomes a wager. It is the 
usual practice to draw a distinction between interest and 
wager policies in this country. Corpus Juris defines an inter- 
est policy as one showing by its form that the assured has a 
real substantial interest in the thing insured, and a wager 
policy as one in which, conversely, the assured has no interest 
and could sustain no possible loss by the event insured against 
if he had not made such wager. The British Marine Insurance 
Act on this point is as follows: 


A contract of marine insurance is deemed to be a gaming or wager- 
ing contract (a) where the assured has not an insurable interest as de- 
fined by this act, and the contract is entered into with no expectation 
of acquiring such an interest; or (b) when the policy is made ‘‘inter- 
est or no interest’ or “‘without further proof of interest than the policy 
itself’’ or ‘‘without benefit of salvage to the insurer, or subject to any 
other like term’’: Provided, That, where there is no possibility of 
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salvage, a policy may be effected without benefit of salvage to the 
insurer. 


Property and Goods, Wares, and Merchandise 


Most exporters are concerned principally in cargo or mer. 
chandise protection. A policy on “property” in the United 
States will cover anything in which the insured has a bona. 
fide equitable interest, although the legal title may be held by 
another. It will cover money or bank bills carried for the 
purchase of cargo or received from the sale of cargo. “Goods,” 
“wares,” and “merchandise” are comprehensive terms and 
cover such articles as are on the vessel for purposes of com- 
merce. The provision of the British act may be of interest in 
this connection: “The term ‘goods’ means goods in the nature 
of merchandise, and does not include personal effects or pro- 
visions or stores for use on board.” 

A universal rule in marine contracts is that any false state- 
ment, or any concealment of facts known to the insured, the 
disclosure of which would have prevented the insurer from 
making the contract, even though made in good faith will void 
the insurance. 

In this country, as well as in Great Britain, contracts of 
insurance are uberrimae fidei; that is, premised and dependent 
upon highest good faith, and for that reason both parties are 
obliged to disclose all material facts. Omission to communicate 
a material fact which the insured is obliged to disclose viti- 
ates the policy, even though such omission is unintentional or 
the result of mistake or accident, or even though the insured 
may think the fact is immaterial or untrue. 

The test of materiality of facts is whether the particular 
fact, if known, would naturally influence the judgment of the 
insurer in deciding whether to accept the risk or in fixing the 
rate of premium. 


MARITIME COMMISSION MEMBERS 


President Roosevelt, according to reports believed to be 
accurate, is expected to send to the Senate shortly the names of 
Admiral H. A. Wiley, chairman of the Maritime Commission, 
and George Landick, Jr., commission member, who have been 
serving under recess appointments, for permanent appointments 
to the commission. It is understood Admiral Taylor, another 
recess appointee, does not wish to continue as a member, and 
that the President will nominate three additional persons to 
complete the make-up of the commission. 

Edward C. Moran, Jr., formerly a congressman from Maine, 
may be appointed to the Commission, it is understood. It is 
expected that one commissioner will come from the Pacific 
coast. 


N. R. D. G. A. TRAFFIC GROUP PROGRAM 


The traffic group of the National Retail Dry Goods Asso- 
ciation will hold three sessions in connection with the annual 
convention of the association at the Hotel Pennsylvania, New 
York. The traffic group sessions will be held the morning and 
afternoon of January 19 and the morning of January 20. 

L. E. Muntwyler, general traffic manager, Montgomery 
Ward and Company, Chicago, chairman of the group, will 
preside at the first session, at which John D. Lawrence, gen- 
eral manager, American Trucking Associations, Inc., Wash- 
ington, D. C., will speak on “Tomorrow’s Motor Transportation 
and the Retailer.” R. K. Hagarty, district director, Commis- 
sion’s motor carrier bureau, will speak on “Bringing the I. C. C. 
to the Shipping Public.” 

E. J. Pulaski, receiving manager, Gimbel Brothers, New 
York, chairman of the metropolitan traffic and receiving unit 
of the N. R. D. G. A., will preside at the afternoon session. 
Charles A. Aretzen, assistant freight traffic manager, Dela- 
ware, Lackawanna and Western, will speak on “The Operation 
of Railroad Pick-up and Delivery Service,” and Irving C. Fox, 
N. R. D. G. A. counsel, on “Shipping Terms and Their Rela- 
tion to Present and Proposed Legislation.” 

The final session will be devoted to round table discussions 
of motor carrier tariffs and insurance, collection of overcharges 
and loss and damage claims and department store receiving 
and marking, with E. D. Hussey, traffic manager, Jordan Marsh 
Company, Boston, Mass., president of the Traffic Club of New 
England, presiding. 

Among additional speakers at the sessions, who will discuss 
cost, receiving, marking and personnel problems, will be C. E. 
Allerdice, Jr., The Robert Britigan Corporation, Chicago, and 
R. W. Barbour, receiving manager, Marshall Field and Com- 
pany, Chicago. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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PUTSCH FOR GOVERNMENT OWNERSHIP 


Editor The Traffic World: 

Permit me to express my wholehearted approval of your 
splendid editorial in the December 26 issue entitled, “Putsch for 
Government Ownership.” 

It was well balanced and invested with much interest. 
Don’t waver nor vacillate. 

H. N. Roberts, Chairman, 
Texas-Louisiana Tariff Bureau. 
Dallas, Tex., Jan. 4, 1937. 





NOT ONE OF THE FAMILY 


Editor The Traffic World: ; é 
In your issue of December 5, 1936, page 1097, in an article 
about the forwarding investigation, first column, you say: 


The first was the subject matter of a long and complicated exam- 
ination of R. S. Marshall, vice-president, C. and O. and Nickel Plate, 
and a director of the Standard Carloading Company. His recital of the 
details of mergers, stock transactions and holding arrangements in- 
volving the Standard, the National Freight Company, the Commerce 
Freight Company, the National Carloading Company and the National 
Carloading Corporation were so complicated at times that attorneys 
for both sides were puzzled. The net information elicited seemed to 
be, however, that, through the Virginia Transportation Company, the 
Lake Erie Coal Company, and the Erie Land and Improvement Com- 


pany, all subsidiaries of the ‘‘family lines,’’ those lines held a con- 
trolling interest in what was now known as the General Carloading 
Corporation, into which the facilities of the other forwarding operations 
had been merged and their identities dissolved. 


My understanding at this meeting was that Mr. Marshall was 
so confused that some of his statements were taken in a way 
that he probably didn’t mean and I am writing you this letter 
to correct the impression that the General Carloading Com- 
pany has anything to do with any of the so-called “family lines” 
mentioned by Mr. Marshall. 

The General Carloading Company is a separate and distinct 
corporation, operated by its own officers, without any dictation 
from any sources and has absolutely no connection with any of 
the lines mentioned in the article I quote. 

A. K. Kelley, President. 

Chicago, Ill., Jan. 6, 1937. 


COAL COMMISSION AND COAL RATES 


Editor The Traffic World: 

In this morning’s mail I received the enclosed communica- 
tion on the letterhead of the Department of the Interior, and 
you will observe from the envelope, also enclosed, that it is 
sent out under government frank. 

This is a palpable effort on the part of a government agency 
to work up public sentiment against the interests of the rail- 
roads in a case to be formally heard by a government com- 
mission. To my way of thinking, such an effort is not at all 
proper, but, when the propaganda is mailed under the franking 
privilege, it is wholly unfair and an utter abuse of that privilege, 
which should be vehemently protested. 

L. E. Whitney, Traffic Counsel. 

Chicago, Ill., Dec. 31, 1936. 





The communication referred to by Mr. Whitney is the 
one described elsewhere sent to consumers of bituminous coal 
by consumers’ counsel of the National Bituminous Coal Commis- 
sion. Under the act under which the coal consumers’ counsel 
and the coal commission operate, it appears that there is au- 
thority for action by them before the Commission in opposing 
coal rate increases. Whether the consumers’ counsel violates 


the proprieties in sending out such letters is a question that may 
be raised, but it would seem that the criticism, if any, should 
be directed against Congress for providing for one government 
agency appearing in behalf of one industry before the Commis- 
sion in a rate case. 


The coal commission is in the Department 





of the Interior and, therefore, it may use the franking privilege 
of that department.—Editor The Traffic World. 


RATES AND THE PETTENGILL BILL 


Editor The Traffic World: 

I have read the editorial, ‘“Putsch for Government Owner- 
ship,” in the December 26 issue of your magazine with great 
interest. It seems to me you have overlooked some important 
facts in attacking the attitude of shippers and the Commission 
toward the proposition of continuing the so-called emergency 
charges. 

At the time the emergency charges were first being consid- 
ered, railroad business was at a low ebb and it was plainly 
apparent that an emergency situation was at hand wherein the 
railroads needed help of some kind. Congress had established 
the office of Coordinator of Transportation. The specific pur- 
pose in establishing that office was to extend to the railroads 
expert advice and help in solving their difficulties. The Coor- 
dinator made many suggestions whereby the railroads would be 
enabled to cut their expenses a great many millions of dollars 
annually. Instead of accepting this advice in good faith, the 
railroads evaded it and, in most cases, spent their energies in 
arguing why these suggested improvements could not be car- 
ried into practice. After the Coordinator’s job was terminated, 
some of his suggestions have been applied with beneficial re- 
sults. On many others no action whatsoever has been taken. 

Since 1934, railroad tonnage and revenues have been in- 
creasing. This is particularly true with respect to the later 
months in 1936. The increase in 1934 was more than 110,000,000 
tons over 1933, and in 1935 more than 57,000,000 tons over 1934. 
Tonnage figures for 1936 will show a fine increase over 1935. 
At the present time many roads are handling almost capacity 
tonnage. 

Simultaneously with the railroads’ constant fight to keep 
these emergency charges in effect, either by temporary exten- 
sions or on a permanent basis, they have carried on a strenuous 
fight in Congress for passage of the Pettengill bill. As you 
well know, the Pettengill bill has for its purpose the cutting of 
rates on the long hauls without any cut to intermediate points. 
Most of these cuts are intended to be to and from coastal 
points to meet boat competition. In the hearings before the 
House and Senate committees on this bill, railroad witnesses 
stated that, with the increased tonnage they expected to recover 
from boat lines, they would be able, not only to increase their 
revenues, but could probably cut their rates and charges to the 
intermediate or inland points through the entire country. Since 
the hearings on the Pettengill bill and on the original Ex Parte 
115, railroad tonnage has increased many times more than the 
total water-borne commerce through the Panama Canal. This 
means, in substance and effect, that the railroads without cut- 
ting their rates, have attained their objective of greatly in- 
creased tonnage sought by the Pettengill bill. Indeed, this in- 
crease has come to them in spite of the imposition of emergency 
charges. 

That being true, why are the railroads not now willing to 
cut their rates according to their promises made at the Pet- 
tengill bill hearings in 1935 and 1936, instead of insisting on 
permanent increases? It seems inconsistent that, in their fight 
for the Pettengill bill, the railroads should state their deter- 
mination to cut rates if increased tonnage were obtained, then, 
in the face of that promise, insist on the emergency charges 
being maintained on a permanent basis. The inland shippers 
are not so dumb as hoped for and they well know that if these 
increased charges as proposed in reopened Ex Parte 115 are 
secured, they will be continued permanently through the inland 
portions of the United States and if and when the Pettengill 
bill is passed, the rails will slash their rates to and from port 
cities to meet boat competition. The two propositions do not 
make sense. If the railroads cannot struggle along on their 
normal rates at the greatly increased volume of business they 
now have, how are they possibly going to keep out of the red 
with a slightly larger volume when the rates on that larger 
volume are much reduced to meet boat competition? 

I am satisfied that the shippers through inland United 
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States and the Commission would be much more sympathetic 
with the railroads’ proposals in reopened Ex Parte 115 if the 
carriers would drop their fight for the Pettengill bill. In other 
words, it shows bad faith for the carriers to fight for increased 
rates before the Commission and for the privilege of cutting 
their rates at will in these Pettengill bill hearings. 
Chas. A. Root, Executive Secretary, 
Utah Citizens Rate Association. 
Salt Lake City, Utah, Dec. 29, 1936. 


THE FOURTH SECTION 


Editor The Traffic World: 

We enclose herewith a statement announcing the position 
of our traffic executive committee regarding the attempt to 
amend or repeal the fourth section of the interstate commerce 
act. The committee would appreciate it if you will publish 
this article in its entirety on account of its vital importance 
to the steamship industry and the shippers: 


The traftic executive committee of the Maritime Association of 
the Port of New York at its last meeting reaffirmed that it is un- 
alterably opposed to any legislation that attempts in any manner 
to repeal or amend the fourth section of the interstate commerce act. 
The fourth section of the interstate commerce act is known as the 
“long and short haul clause.’’ It was enacted by Congress in 1887 
and strengthened in 1910 to eliminate the practice of the railroads in 
charging low rates for long haul traffic, which at that time almost 
completely drove the water lines out of the trade and at the same 
time charging higher rates on the same commodity for short hauls 
between interior points because they did not have water competiton. 

It is the firm belief of the traffic executive committee of the 
Maritime Association that there is a place for all forms of trans- 
portation. All that is needed is a little cooperation. Today there are 
three major forms of transportation, viz.: Railroads, water carriers, 
and motor trucks. Any process of elimination of any of these forms 
of transportation could only result in legalized rate wars that would 
be disastrous, not alone to the particular transportation industries 
but to many industries who are dependent on such transportation. 
There are a total of about 259 vessels of over 1,000,000 tons operating 
in the Atlantic and Gulf coastwise trade and 149 vessels of approxi- 
mately 1,085,459 tons in the intercoastal trade. These trades employ 
over 300,000 men in connection with water carrier services. They 
spend annually millions of dollars in salaries, ship repairs, food, oil 
and general supplies. On the continued success of these water car- 
riers, depends the up-to-date condition of ports in the United States. 
These water carriers help the ports in their development and not 
alone on domestic traffic but on export and import traffic as well. 

The continued efforts of rail carriers to have the fourth section 
repealed is going at it in the wrong way. In the latest bulletin issued 
by the Association of American Railroads entitled ‘‘Rail Service and 
Its Cost—The Farmers’ Real Interest,’’ the statement is made that 
“Congress will be asked to repeal this clause so that the railroads 
may have greater freedom to meet competition, where it exists, by 
means of reducing certain rates so that a larger share of the gen- 
eral traffic may be secured.’’ This method is the one that resulted 
in Congress enacting the fourth section. Back in the old days, the 
railroads cut rates where competition existed, so that steamship 
lines perished and at the same time maintained high rates between 
interior points, which had no competition. 

The merchant marine is the backbone of the U. S. Navy. In time 
of peace, we must prepare for war. Congress, in 1920, declared its 
policy to promote, encourage, and develop water transportation service 
and facilities for the commerce of the United States and to foster and 
preserve in full vigor both rail and water transportation. Congress, 
therefore, should not want to destroy either form of transportation. 

The traffic executive committee of the Maritime Association is 
in sympathy with this plan to preserve both rail and water trans- 
portation and stand ready to be the medium through which coopera- 
tion between the railroads and water carriers may be made possible. 
Both rail and water transportation is in the interest of the shipping 
public. Water carriers need the railroads and the railroads need 
the water carriers. Let the propaganda on the part of the railroads 
to repeal the fourth section cease. Each transportation unit can and 
should have its place. Why not get around the table and talk it over? 
Why not be constructive and not destructive? Rate wars of any kind 
are destructive and to avoid war the traffic executive committee of 
the Maritime Association will fight any repeal of the fourth section 
and at the same time is ready and willing to act as the medium for a 
better understanding between the rail and water carriers. 


Cornelius H. Callaghan, Manager, 
The Maritime Assn. of the Port of New York. 
New York, N. Y., Jan. 2, 1937. 





400 ANNIVERSARY 

The 400, fast Chicago-Twin City passenger train of the 
Chicago and North Western, passed its second anniversary 
January 2. In the two years of its operation, beginning Jan- 
uary 2, 1935, the train traveled a total of 584,000 miles, more 
than 23 times around the earth. It was one of the pioneers 
in high-speed passenger travel. According to an announcement 
by the railroad, the speed of the train will probably be increased 
in 1937 with the delivery of new streamline locomotives. In the 
recent holiday season, the statement said, the train operated 
in both directions each day in two sections. On one day four 
sections were necessary, it said. 
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MIDWEST SHIPPERS’ BOARD 


At its annual meeting at the Palmer House, Chicago, De- 
cember 7, the Midwest Shippers’ Advisory Board adopted a 
resolution pledging opposition “in every possible way” to 
proposed six-hour day legislation and laid plans for active par- 
ticipation in freight loss and damage prevention month to be 
observed in March of this year. J. E. Bryan, traffic manager, 
Wisconsin Paper and Pulp Manufacturers’ Traffic Association, 
Chicago, was re-elected general chairman. 

The resolution opposing the six-hour day and other so-called 
“make work” legislative proposals, was adopted unanimously 
as presented by Lee J. Quasey, commerce counsel, National 
Live Stock Marketing Association, for the board’s legislative 
committee. Mr. Quasey read the report in the absence of W. Y. 
Wildman, chairman of the committee. The recommendations of 
the report also included the appointment of sub-committees for 
Illinois, Wisconsin, and Iowa, the duties of which were defined 
as educational. In the discussions of the report much was said 
about the necessity for immediate action. Donald D. Conn, 
executive vice-president, Transportation Association of Amer- 
ica, spoke briefly and said the immediate need was personal 
contact with members of Congress. There was not time to carry 
out an extensive educational program, he said, though he 
stressed the value of such a program and urged that it be begun. 
Active work with legislators was, however, the first and vital 
step in any program of opposition to such legislation, he said. 

The matter of the proposed month in which to stress reduc- 
tions in freight loss and damage claims was put before the 
meeting by C. T. Burwell, vice-president, A. E. Staley Manu- 
facturing Company, Decatur, Ill., chairman of the special com- 
mittee on prevention of freight loss and damage. For the 
purpose of carrying out his plan he asked that the chairmen of 
all the commodity committees be made members of his com- 
mittee until after the month of March was over. The program, 
as he outlined it, will include talks before local luncheon clubs, 
placarding of loaded cars to insure safe unloading, and the 
mailing of questionnaires to receivers of freight designed to 
develop information as to the state of the lading on receipt. 

Albert Greene, special representative, freight claim division, 
A.A.R., spoke on the subject. He said there was no disposition 
on the part of the railroads to dodge their responsibility for 
freight loss and damage but added that he thought such a 
movement as that proposed would not only tend to reduce 
claim payments, and so help the railroads, but would also 
result in good will and better customers for shippers. He said 
the freight claim division would cooperate by appointing a 
railroad claim representative in each district to cooperate with 
board committees. Speaking of his contacts with other boards, 
he said that each that had a claim prevention committee had 
agreed to cooperate in the plan and that the rest had agreed 
to appoint such committees. 


Mr. Burwell added that the National Industrial Traffic 
League and the Associated Traffic Clubs of America would be 
asked to cooperate. The plan was adopted by the board 
unanimously. 

Commodity reports indicated a gain in carloading in the 
board’s district for the first three months of 1937 of 9.1 over 
the same period of 1936. Commodities in which large increases 
were predicted included salt, 65 per cent; iron and steel, 30 
per cent; brick and clay products, 40 per cent; fertilizers, 40 
per cent; ore and concentrates, 25 per cent; agricultural imple- 
ments, 16.1 per cent; lumber and forest products, machinery 
and boilers, paper, paper board and roofing, and chemicals and 
explosives, 15 per cent each. Losses were predicted on fresh 
fruits other than citrus, 17.6 per cent; live stock, 10 per cent; 
grain, hay, straw, and alfalfa, 5 per cent; potatoes, 5 per cent; 
other fresh vegetables, 3 per cent. 

M. J. Gormley, executive assistant, A.A.R., spoke on “Rail- 
road Progress during the Past Decade.” He said improvements 
in practices and equipment that reduced operating costs were 
more important than proposed coordinations, the savings from 
which would be comparatively “infinitesmal.” As illustrative, 
he said, if the 1935 traffic had been carried at the level of 
operating costs current in 1925, the railroads would have been 
put to an additional expense of $1,125,000,000. Speaking about 
waterways, he advocated giving the Commission control over 
improvements and extensions. Such proposals, he said, ought 
to be investigated and approved by the Commission before 
money was spent on them. He said there was no logic in giving 
the Commission such control over railroad and truck line ex- 
tensions without similar power over waterway extensions. 

L. M. Betts, manager, closed car section, car service divi- 
sion, A.A.R., spoke on general transportation conditions. He 
said that, while he did not anticipate a car shortage in the 
coming season, it was, nevertheless, a fact that the railroads 
were nearer to a car shortage than at any other time since 
“the good old days.” He said the car service division was 
making a survey of the car situation to present to the board 
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of directors of the A.A.R. In 1936, he said, 42,000 new freight 
cars had been purchased by the railroads, more than the total 
for the four years immediately before. Purchases since the 
first of the year had also been relatively heavy, he added. 

E. R. Gustafson reported as chairman of the nominating 
committee and submitted a list of the present officers for 
re-election. The only proposed change, he said, was the sub- 
stitution as a member of the board of directors of Fred S. Hunt, 
of the Wisconsin commission, for A. R. McDonald, who had 
resigned and gone into railroad work. The officers, in addition 
to Mr. Bryan, as re-elected, are as follows: 


Alternate general chairman, G. A. Bahler, general traffic manager, 
Caterpillar Tractor Company, Peoria, Ill.; general secretary, W. Y. 
Wildman, managing director, Illinois Coal Traffic Bureau, Chicago; 
members of the board of directors, M. N. Billings, traffic manager, 
U. S. Steel Corporation subsidiaries, Chicago; J. L. Bowlus, manager, 
traffic department, Milwaukee Grain and Stock Exchange, Milwaukee, 
Wis.; E. S. Briggs, secretary-manager, American Fruit and Vegetable 
Shippers’ Association, Chicago; J. A. Brough, traffic manager, Crane 
Company, Chicago; Mr. Burwell; R. V. Craig, general traffic manager, 
Allied Mills, Ine., Chicago; J. R. Davy, traffic manager, Association 
of Commerce, Sheboygan, Wis.; A. R. Ebi, general traffic manager, 
Deere and Company, Moline, Ill.; H. E. Fairweather, district super- 
visor, Commission’s motor carrier bureau, Fort Wayne, Ind.; H. M. 
Gehrke, manager, traffic department, Association of Commerce, Mil- 
waukee; J. P. Haynes, executive vice-president, Association of Com- 
merce, Chicago; C. E. Hochstedler, traffic director, Association of 
Commerce, Chicago; H. A. Hollopeter, traffic manager, Chamber of 
Commerce, Terre Haute, Ind.; A. E. Hueneryager, traffic manager, 
Zion Institutions and Industries, Zion, Ill.; Francis Johnson, president, 
Iowa Farm Bureau Federation, Des Moines, Ia.; C. A. Lahey, vice- 
president, Quaker Oats Company, Chicago; R. J. Laubenstein, traffic 
commissioner, Association of Commerce, Green Bay, Wis.; Mr. Hunt; 
Cc. D. Miller, traffic manager, American Maize Products Company, Chi- 
cago; H. R. Park, traffic manager, Chicago Live Stock Exchange, Chi- 
cago; A. Parr, general traffic manager, Nash Motors Company, Kenosha, 
Wis.; M. L. Pieper, traffic commissioner, Chamber of Commerce, 
Springfield, O.; R. I. Pierce, secretary-traffic manager, Manufacturers’ 
Association, Chicago Heights, Ill.; Mr. Quasey; R. C. Ross, vice-presi- 
dent, Joseph T. Ryerson and Son, Inc., Chicago; G. H. Shafer, trans- 
portation rate expert, Illinois commission, Springfield; Jonas Waffle, 
managing director, Indiana Coal Trade Association, Terre Haute, Ind.; 
I. M. Whitaker, traffic manager, Aluminum Goods Manufacturing Com- 
pany, Manitowoc, Wis. 


The meeting closed with a showing of the A.A.R. Vocafilm 
“All Aboard.” 


POSTMASTER GENERAL’S REPORT 


Postal revenues for the fiscal year ended June 30, 1936, 
amounted to $665,343,356.48, an increase of $34,538,054.48 over 
the previous year—the second successive increase since the 
fiscal year 1930, according to the annual report of Postmaster 
General Farley. 

The normal postal service, said he, was operated at a net 
deficit of $16,000,000, due to application of the 40-hour week to 
postal employes, effective Oct. 1, 1935, and to increased cus- 
todial cost of public buildings used as post offices. Apart from 
the “normal” service the report listed mail carried free for 
governmental agencies and others and mail carried at prefer- 
ential rates as provided by law and mail subsidies. 

Revenues for the fiscal year ending June 30, 1937, were esti- 
mated at $715,000,000, and expenditures, including non-postal 
items, $785,000,000. Excerpts from the department’s summary 
of the report follow: 


Railway Mail Service 


The function of the Railway Mail Service is the supervision of 
the transportation of mails in the postal service and the distribution 
of mails in transit for the purpose of effecting the earliest practicable 
delivery at destination. 

During the fiscal year 1936 streamlined trains on fast schedules 
have been put into service by the railroad companies on several lines. 
This has reduced the transit time for mails between certain impor- 
tant cities, with the result that for some connections transcontinental 
mails are being advanced as much as 24 hours. 

There has been a material increase in the volume of mails trans- 
ported and distributed during the year, requiring additional force on 
some lines to complete the distribution. 

During the year there were 9,158,633,214 distributions and re- 
distributions of pieces of first-class mail and 6,112,664,857 distributions 
and redistributions of pieces of second-, third-, and fourth-class mail, 
a total of 15,271,298,071, distributions and redistributions of pieces, 
exclusive of registered mail, by railway postal clerks, an increase of 
0.7 per cent in first-class mail and an increase of 8.73 per cent in 
second-, third-, and fourth-class mail; an increase of 3.77 per cent 
in all classes of mail over the previous year. The above figures 
include 172,946,875 pieces of air mail. There were also handled dur- 
ing the year 70,039,699 pieces of registered mail, including 1,858,168 
pieces of registered air mail. 


Mail by Railroads and Messenger 
On June 30, 1936, mails were carried under authorizations of the 
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department by 383 companies over 197,564 miles of railroads. The 
annual mileage of regularly authorized space units of the several sizes 
for carrying mails was 461,948,362. 

The appropriation for the fiscal year for inland transportation by 
railroad routes and mail-messenger service was $102,000,000, which 
includes a deficiency appropriation of $2,000,000. The expenditures for 
the fiscal year were as follows: Mail transportation by railroads, 
$93,991,645; mail-messenger service, $6,875,095; other items chargeable 
to the appropriation, $788,626; total $101,655,366 (subject to adjust- 
ment), an increase of $1,979,755 over those of the preceding year. 

On June 30, 1936, there were 20,256 mail-messenger routes, a 
decrease of 246, or 1.20 per cent. The annual rate was $6,876,265, a 
decrease of $31,230, or 0.45 per cent in the annual rate. 


Side and Transfer Service 


Under orders of the Interstate Commerce Commission the rail- 
roads are compensated for carrying the mails between railroad sta- 
tions and between stations and the several post offices where so re- 
quired by the Postmaster General on the basis of the cost of such 
service plus 3 per cent. Where the department has been able to 
secure this service by the establishment of mail-messenger service at 
less cost, it has done so. 

The annual rate of expenditure for this service on July 1, 1935, 
was $563,091, at 3,228 points. On June 30, 1936, the number of points 
was 3,197 and the annual rate was reduced to $547,110, the decrease 
being 2.84 per cent. The estimated expenditures for the fiscal year 
1936 were $556,899. 


Mail by Power Boats 


On June 30, 1936, mails were carried under authorizations of the 
Department by power boats over 194 routes, covering 21,168 miles, 
and over 9 routes authorized on a pound-rate basis. The appropria- 
tion for the service for the fiscal year was $1,220,000 and the expendi- 
tures were $1,198,511 (small part estimated). 


Mail by Electric Railways 


On June 30, 1936, the mails were carried under authorizations of 
the department by 117 companies over 4,268 miles of electric railways. 
The appropriation for the fiscal year was $360,000, and the expendi- 
tures (subject to adjustment), $354,831. This service is authorized and 
paid for under the terms of the order of the Interstate Commerce 
Commission. 


Contract Ocean Mail Service 


No additional contracts were let during the year under the mer- 
chant marine act. The total number of routes under contract is 43, 
one contract having been terminated by agreement of the Postmaster 
General and the contractor. No new vessels were completed during 
the year under the requirements of these contracts. The total con- 
struction to June 30, 1936, under the merchant marine contracts con- 
sists of 31 modern new vessels, aggregating approximately 342,501 
tons, at a cost of approximately $138,435,852, and 44 reconditioned 
vessels, aggregating 247,204 tons, at a cost of approximately $15,994,932. 

The cost of the contract ocean-mail service during the fiscal year 
was $28,047,195, while the cost of carrying the same mails on a 
weight basis would have been $3,407,938. In addition, there was ex- 
pended $29,133 for services incident to this service, making a total of 
$28,076,328. 


International Air Mail Service 


The performance of service on the route from New York to 
Montreal was 85.01 per cent of the service scheduled, while the per- 
formance of service on the routes to Mexico, Central America, South 
America, and the West Indies was 99.81 per cent of the service 
scheduled, making the performance on all foreign air-mail routes com- 
bined, except the trans-Pacific route, 99.38 per cent of the service 
scheduled, as compared with 99.58 per cent for the previous year. 

In connection with investigations of the mail contracts and as a 
result of extended negotiations with the contractors, agreements were 
reached during the fiscal year for material reductions in compensation 
for service on the foreign air-mail routes, effective October 1, 1935; 
also other adjustments of service were made, effecting savings in 
expenditures. The total annual savings amount to approximately 
$1,038,700. 

There has been a material increase in the amount of air mail 
carried on the routes to the Latin-American countries. The increase 
over the amount carried in the previous year of the mails dispatched 
from this country was 26.6 per cent, and the increase in the mail 
received was 22.5 per cent. 


A contract for trans-Pacific air-mail service from San Francisco, 
Calif., by Honolulu, Hawaii, Guam, and Manila, P. I., to Canton, China 
(or other adjacent point), and return, once a week, was let October 25, 
1935, for a 10-year term to begin at a date optional with the contrac- 
tor, but not later than October 25, 1936. Service was inaugurated 
November 22, 1935, on that part of the route from San Francisco, 
by way of Honolulu and Guam, to Manila and return, service beyond 
Manila to a point in Asia being deferred under a provision of the 
contract until satisfactory operating arrangements are completed. 
Fourteen flights were made to June 30, 1936, and regular weekly 
flights available to passengers are now being made. 


Division of Air Mail Service 


This fiscal year is the first year under the new air-mail system 
in which all routes were in operation throughout the year. No new 
routes were established and no extensions of routes were made. 

In addition to improved planes, some contractors have made en- 
gine and propeller improvements which also provide greater speed. 
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These improvements are reflected by improved schedules throughout 
the system. 

The present schedules are the fastest in the history of the Service. 

Air-mail poundage transported in every month of the fiscal year 
was well over 1,000,000 pounds. A record high was set several times 
during the fiscal year. Final reports show that the month of June 
set an all-time high with 1,476,469 pounds transported. A total of 
15,377,993 pounds was transported during this fiscal year as compared 
to 10,775,248 pounds in the fiscal year 1935; 6,476,919 pounds in 1934; 
6,741,788 pounds in 1933; and 8,845,967 pounds in the fiscal year 1932, 
which was the high poundage record set when the postage rate was 
5 cents per ounce. 

Passenger traffic has shown a phenomenal increase under the new 
system. New all-time records were set several times during the fiscal 
year. Comparison with previous years shows that even during the 
inclement-weather months air-passenger travel is steadily increasing. 

Air express is also increasing rapidly. Despite the express pound- 
age transported, express revenues to the air-mail contractors are still a 
minor factor. The tables show that 4,639,424 pounds of express were 
transported by air-mail contractors during the fiscal year, for which 
they received a revenue of only $796,171.08, whereas 15,377,993 pounds 
of air mail were transported, from which they received a revenue of 
$12,034,953.89. 

Increased rates fixed by the Interstate Commerce Commission be- 
came effective on 24 routes. As of the service in effect at the end of 
the fiscal year, the increases amounted to $1,539,229.45 per annum. 
These increases account for the greater portion of the increase in 
expenditures for air-mail service. 

Free Mail Privilege 

Mailed under penalty privilege by departments and establishments 
of the government, exclusive of the Post Office Department; number 
of pieces, 669,352,068, weight in pounds, 91,125,145, revenues at usual 
postage rates, including registry fees and surcharges, $32,236,269; 
mailed under franking privilege, by members of Congress and by 
others: number of pieces, 29,752,149; weight in pounds, 3,927,830; 
revenues at usual postage rates, including registry fees and surcharges, 
$751,825; publications mailed free in county: number of pieces, 407,- 
300,235; weight in pounds, 61,564,491; revenues at usual postage rates, 
including registry fees and surcharges, $615,645; free matter for the 
blind: number of pieces, 848,016; weight in pounds, 2,294,156; revenues 
at usual postage rates, including registry fees and surcharges, $109,566. 

The foregoing figures show an increase of 45,157,949 pieces and 
5,917,550 pounds mailed under the penalty privilege by departments 
and establishments of the government, exclusive of the Post Office 
Department, and an increase in postage that would have been charge- 
able thereon at the regular rates, including registry fees and surcharges 
of $954,669 or 3.05 per cent over the previous year. While the amount 
of matter mailed free of postage under the penalty privilege during 
the 2 years immediately prior to 1936 increased by leaps and bounds, 
the potential postage climbing from some 14 million dollars in 1933 to 
over 31 million dollars in 1935, it is gratifying to note that there has 
been no such tremendous rise in 1936. 


The report pointed out that the existing rate of 3 cents an 
ounce or fraction of an ounce on non-local first-class matter 
would continue in effect until July 1, 1937, under a joint resolu- 
tion of Congress approved June 28, 1935. It was stated that it 
was estimated that if the 2-cent rate had been in effect in the 
fiscal year the revenue from first-class mail would have been 
approximately $80,000,000 less than that which was collected at 
the 3-cent rate, allowance being made for the probable addi- 
tional volume at the lower rate. 


PROPOSED MOTOR REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports, become effective unless excep- 
tions have been filed within the 20-day period or exceptions have been 
seasonably filed by other parties, or the order has been stayed or 
postponed by the Commission.) 


MC-F 22. Southern Kansas Stage Lines Co. purchase of 
property and operating rights of L. W. Schaeffer, doing busi- 
ness as Topeka-Emporia Truck Line. By Examiner Robert R. 
Hendon. Served Dec. 31. Purchase by the Southern Kansas 
Stage Lines Co. of the property and operating rights of L. W. 
Schaeffer, doing business as Topeka-Emporia Truck Line, ap- 
proved and authorized subject to the condition that, subject 
to the Commission’s approval, such steps will promptly be 
taken as legally are possible and necessary, to effect acquisition 
by the Atchison, Topeka & Santa Fe Railway Co. from the 
General Improvement Co. of all interest which the latter owns 
in the Southern Kansas Stage Lines Co. The applicant is 
controlled through stock ownership by the General Improve- 
ment Co., a wholly owned subsidiary of the A. T. & S. F. 

MC 60605, Lester A. Elliott, extension of operations. By 
Examiner D. C. Dillon. Served Dec. 31. Application for per- 
mit to operate as a contract carrier of commodities generally 
between Bristol, Va., and Atlanta, Ga., and certain points 
intermediate thereto, over regular routes, dismissed on request 
of applicant for leave to withdraw. 

MC 50657, R. T. M. Trucking Co., Inc., contract carrier 
application. By joint board No. 22, composed of Edw. L. Tay- 
lor of Connecticut, and Leo H. Leary of Massachusetts. Served 
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Dec. 31. Recommends permit for operation by applicant ag 
a contract carrier of flour, bakers’ supplies, canned goods ang 
groceries, between Springfield, Mass., and various points jp 
Connecticut over specified routes. 

MC 50492, Morris M. Miller, contract carrier application, 
By joint board No. 74, composed of Harold E. West of Mary. 
land and William E. Best of Pennsylvania. Served Dec. 3], 
Application for permit to operate as contract carrier between 
points in Somerset county, Pa., and Baltimore, Md., denied for 
want of prosecution. 

MC 50398, Joseph Louis Gandy, common carrier applica. 
tion. By joint board No. 4, composed of Gillis Cato of Missis. 
sippi and Porter Dunlap of Tennessee. Served Dec. 31. Recom- 
mends denial of certificate to operate as a common carrier of 
live stock and commodities generally between Tupelo, Miss, 
and Memphis, Tenn., on the ground that evidence does not 
show that applicant is qualified to perform the common car. 
rier proposed or that there is public need for same. 

MC 29529 (MC 10), Edward Allen Carroll, extension of 
operations. By Examiner Paul R. Naefe. Served Dec. 31, 
Recommends denial of permit for extension of operations by 
applicant as contract carrier in interstate commerce, so as to 
transport commodities generally between points in Connecticut 
and the metropolitan area of New York City, N. Y., over a 
regular route. The examiner said the evidence clearly indi- 
cated that there were sufficient rail and motor transportation 
facilities available between the considered points and_ that 
there had been no demand for any additional service. Opera- 
tion by applicant as a contract carrier of commodities gen- 
erally between Meriden, Conn., and the metropolitan area of 
New York City and certain other points in Massachusetts and 
New York over irregular routes was approved in a previous 
proceeding under the grandfather clause. 

MC 8976, White Star Motor Coaches extension of opera- 
tions. By joint board No. 77 composed of C. V. Terrell of 
Texas. Served Dec. 31. Recommends certificate be issued to 
Pageway Stage Lines, Inc., successor in interest to applicant, to 
operate in interstate commerce as common carrier of pas- 
sengers, baggage of passengers, light express, mail and news- 
papers between Hamlin and Post, Tex., and between Jayton, 
Tex., and the junction of U. S. Highway 380 and Texas High- 
way 70. : 

MC 8976, White Star Motor Coaches, common carrier ap- 
plication. By joint board No. 33, composed of Robert Valdez 
of New Mexico and C. V. Terrell of Texas. Served Dec. 31. 
Certificates to operate in interstate commerce as common Car- 
rier in transportation of passengers, baggage of passengers, 
light express, mail and newspapers recommended for Johnnie 
Aaron, doing business as White Star Motor Coaches, between 
Albany and Spur via Stamford, Tex., and between Sweetwater 
and Rotan, Tex., the operation between Stamford and Spur 
being on behalf of Murphy Brothers; and for Pageway Stage 
Lines, Inc., as successor to rights of applicant between Stam- 
ford and Roby via Hamlin, Tex., and between Post, Tex., and 
Roswell, N. M. , 6 

MC 34659, Star Cartage Co. contract carrier application. 
By joint board No. 61, composed of Charles F. Schaber of Ohio 
and James P. Tierney of West Virginia. Served Jan. 4. Permit 
recommended to continue operations as a contract carrier of 
commodities generally within Steubenville, O., and territory 
commercially a part thereof, including the industrial center 
known as Pottery Addition, and between Steubenville, O., and 
Weirton, W. Va., the applicant having been engaged in such 
operations July 1, 1935, and continuously since that time. _ 

MC 50058, Kenneth P. Aller, common carrier application. 
By Examiner W. A. Maidens. Served Jan. 4. Application for 
certificate authorizing transportation by motor vehicle of com- 
modities generally between Charleston, W. Va., and Chicago, 
lll., dismissed at the request of applicant who was unwilling 
to proceed at the hearing. Examiner recommended issuance 
of an order requiring applicant to cease operation as a common 
carrier. 

MC 50109, John Thomas Merritt, common carrier applica- 
tion. By Examiner Thurston B. Johnston. Served Jan. 4. Ex- 
aminer recommends denial of certificate authorizing operation 
as a common carrier of commodities generally between points 
in Delaware, Maryland, Virginia, North Carolina, Pennsylvania, 
New Jersey, Rhode Island, Massachusetts, Connecticut, New 
York, and the District of Columbia over irregular routes. Trunk 
line and New England railroads, Railway Express Agency, Inc., 
and motor associations and carriers opposed grant of the cer- 
tificate on the ground that there was adequate service. Testi- 
mony was to the effect that all applicant’s transportation had 
been confined to the hauling of agricultural commodities in the 
months, April to September, and of sweet potatoes, oysters and 
clams in the winter months. The examiner said there was no 
evidence indicating any demand for applicant’s services. 
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MC 50372, Lawrence Kilroy common carrier application. 
By joint board No. 22 composed of Edwy L. Taylor of Con- 
necticut, and Leo H. Leary of Massachusetts. Served Jan. 4. 
Board recommends denial of certificate to operate as a common 
carrier of commodities generally between Boston, Mass., and 
New York, N. Y. Other common carriers, including railroad 
companies, steamship lines, and motor carriers opposed the ap- 
plication. The board said that the applicant had failed to 
establish that public convenience and necessity required, or 
that he was fit and able to perform the services proposed. 


MC 50521, Linden E. Marvel common carrier application. 
By Examiner Thurston B. Johnston. Served Jan. 4. Examiner 
recommends denial of certificate to operate as a common carrier 
of commodities generally between points in Florida, Georgia, 
the Carolinas, Virginia, Maryland, Delaware, District of Colum- 
bia, Pennsylvania, New York, New Jersey, Connecticut, Massa- 
chusetts, and Rhode Island, on the ground public convenience 
and necessity had not been shown. Carriers of all sorts, except 
air, opposed grant of the certificate. 


MC 50838, Ray Walker, common carrier application. By 
joint board No. 74, composed of Harold E. West of Maryland 
and William E. Best of Pennsylvania. Served Jan. 4. Board 
recommends denial of certificate as a common carrier of farm 
products and fertilizer between points in Somerset county, Pa., 
and Baltimore, Md., for want of prosecution. 


MC 43164, Hugh Breeding, common carrier application. 
By Examiner P. S. Peyser. Served Jan. 6. Recommends cer- 
tificate of public convenience and necessity to operate in inter- 
state commerce as common carrier of automobiles, automobile 
parts and accessories from St. Louis, Mo., to destinations in 
Oklahoma and northern part of Texas, and a permit to operate 
as contract carrier of automobiles, automobile parts, and ac- 
cessories from Springfield and other points in Ohio and Indiana 
to destinations in Oklahoma, and petroleum and its products 
in bulk between points in Oklahoma and points in Missouri, 
Kansas and northwestern part of Arkansas. Application de- 
nied in all other respects. 


MC 50250, James D. Rawlins, common carrier application. 
By Examiner Thurston B. Johnston. Served Jan. 6. Recom- 
mends denial of certificate for operation as common carrier of 
commodities generally, between points in Florida, Georgia, 
South Carolina, North Carolina, Virginia, Maryland, Delaware, 
District of Columbia, Pennsylvania, New Jersey, New York, 
Connecticut, Massachusetts, and Rhode Island. The examiner 
said there was no evidence of record which indicated there 
was any public demand for applicant’s services. He said appli- 
cant desired to forego his right to exemption from regulation 
as an exclusive agricultural commodity hauler in consideration 


of obtaining authority to transport return loads of other com- 
modities. 


MC 50764, Clifton Summers, common carrier application. 
By Examiner Thurston B. Johnston. Served Jan. 6. Applica- 
tion for certificate authorizing operation as common carrier of 
commodities generally between points in various states dis- 
missed on request of applicant for leave to withdraw. 


MC 50971, Edward C. Hill, common carrier apnlication. By 
Examiner Thurston B. Johnston. Served Jan. 6. Recommends 
denial of certificate for operation as common carrier of com- 
modities generally between points in South Carolina, North 
Carolina, Virginia, District of Columbia, Maryland, Delaware, 
Pennsylvania, New Jersey, New York, Connecticut, Rhode Is- 


land and Massachusetts. This application was similar to that 
in MC 50250. 


MC 86104, Harold Gifford, contract carrier application. By 
Examiner D. C. Dillon. Served Jan. 6. Recommends permit 
for operation as contract carrier of bulk petroleum products 
in tank trucks from Bradford, Warren, and Farmers Valley, 
Pa., to Buffalo and Rochester, N. Y., over irregular routes. Ap- 
plication in other respects denied. 

MC 60866, Cater’s Motor Freight System, Inc., extension of 
operations. By joint board No. 80, composed of W. D. Lane of 
Washington. Served Jan. 7. Board recommends grant of cer- 
tificate to continue operation in interstate commerce as a com- 
mon carrier of commodities generally except live stock or 
articles of extreme length or breadth between Spokane, Wash., 
and Coulee Dam, Wash. 


_MC 50242, Folse Drayage Co., Inc., common carrier appli- 
cation. By joint board No. 28, composed of Alex Grouchy of 
Louisiana and Gillis Cato of Mississippi. Served Jan. 7. Board 
recommends certificate authorizing operation as a common 
carrier of heavy machinery and tanks and related parts, over 
irregular routes, between points in Louisiana and Mississippi 
within a radius of 200 miles of New Orleans, La. The recom- 
mended certificate includes heavy machinery, tanks, and related 
parts and is limited to such commodities. The application was 
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for a certificate covering those commodities and “allied articles.” 
The recommendation is that the certificate be limited as in- 
dicated. 

MC 525, St. Andrews Bay Transportation Co., extension 
of operations. By joint board No. 157, composed of Hugh White 
of Alabama and Jud P. Wilhoit of Georgia. Served Jan. 7. 
Board recommends issuance of certificate authorizing operation 
as a common carrier of commodities generally, except explosives 
and inflammables, over a specified route between Dothan, Ala., 
and Columbus, Ga. 


RAILROAD INFORMATION 


The Association of American Railroads has issued the fol- 
lowing: 


The investment of the railroads of the United States in road. and 
equipment is approximately seven billion dollars greater than the 
amount of their securities and bonds in the hands of the public. 

Taxes paid by the railroads in 1936 were greater than any year 
since 1931. 

Air conditioned passenger cars are being operated on the principal 
trains throughout the country, there now being more than 8,000 such 
cars owned by the railroads and the Pullman Company. 

The railroads own more than 2,000 pieces of floating equipment, 
including tug boats, car floats, barges, lighters and miscellaneous units 
for the movement of freight cars across rivers and harbors. 

Due to improvements in methods of construction, the average trac- 
tive power of steam locomotives in this country is now nearly 50 per 
cent greater than twenty years ago. 

Class I railroads in the United States pass through 1,539 tunnels 
which if placed end to end would extend a distance of 320 miles. 

The railroads, by using a welding process for building up the 
worn ends of steel rails, have prolonged the life of such rails fully 
one-third. 





NIAGARA TRAFFIC LEAGUE ELECTION 


The annual meeting and election of officers of the Niagara 
Frontier Traffic League will be held at the Marine Grill, Buf- 
falo, N. J., January 11. Dinner will be served. Seven direc- 
tors will be chosen from the following who have been nom- 
inated by the nominating committee: 


Gerald B. Abt, assistant secretary, Barcolo Manufacturing Com- 
pany; Henry Adema, traffic manager, R. T. Jones Lumber Company; 
J. D. Bermingham, traffic manager, Lackawanna Steel Construction 
Corporation; J. W. Dobmeier, traffic manager, Buffalo Forge Com- 
pany; W. M. Dumas, shipping supervisor, E. I. du Pont de Nemours 
Company, R. and H. chemical department; C. E. Ennis, traffic rep- 
resentative, Bethlehem Steel Company; R. W. Goetz, assistant traffic 
manager, Pratt and Lambert, Inc.; A. F. Jackson, traffic manager, 
Farrel Birmingham Company; F. W. Jeffs, traffic manager, Lockport 
Cotton Batting Company; E. A. Momberger, traffic assistant, Buffalo 
Chamber of Commerce; O. H. Schmitt, traffic manager, Cooperative 
G. L. F. Mills; F. R. Schultz, traffic manager, Buffalo Slag Company; 
J. W. Sullivan, traffic manager, United Grape Products Sales Corpo- 
ration; Hugh B. Wilcox, traffic manager, Niagara Lithograph Company. 


ATLANTIC STATES SHIPPERS’ BOARD 


The annual meeting of the Atlantic States Shippers’ Ad- 
visory Board, originally scheduled for January 6 and 7 at New 
York City, has been postponed to January 20 and 21, at the 
Hotel Astor. In addition to the reports of the commodity com- 
mittees and the railroads, the board will consider the railroads’ 
program for building new equipment, government ownership 
of the railroads, coordination of intrastate and interstate motor 
traffic, freight loss and damage prevention, and legislative pro- 
posals in the new Congress. W. H. Day, manager, transporta- 
tion bureau, Boston Chamber of Commerce, will speak at a 
luncheon session at the Hotel Commodore on “The Relation- 
ship of Shipper and Carrier.” 


SANTA FE TRANSCONTINENTAL TIME CUTS 


Decreases in the running time of a number of transcon- 
tinental passenger trains are announced by W. J. Black, pas- 
senger traffic manager, A. T. and S. F. The changes will be 
effective January 10. The westbound running time of the Scout 
will be 40 minutes faster and the eastbound 10 minutes faster. 
The westbound running time of the Chief will be cut 45 minutes 
and the eastbound an hour and 25 minutes. There will be no 
change in the eastbound running time of the California Limited, 
but the westbound time will be cut 45 minutes. The running 
time of the Super Chief, 39-hour extra-fare train, and that of 
the Mavajo, will not be changed. Under the new schedule, the 
Scout will be an all coach tourist pullman train. It will carry 
air-conditioned smokers, chair cars, and tourist pullman cars. 
Porter service and free pillows will be provided. The diner will 
offer breakfasts at 25 cents, luncheons at 30 cents and dinners 
at 35 cents. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


SOOO Ooo Oooo Ooo Boor B oo Ooo Ooo Bor Ooo Ber Bee Ger Bee Geo Sor Soe Ser Gor Gee Gor Sor Sor Gee Gor Geo Ger GoGo See Ger SerSere> 


Tariff Interpretation—Stopping in Transit Partly to Unload 


Minnesota.—Question: The Traffic World, on page 1228, 
under the above caption, in the issue of December 19, carries 
an answer to “South Dakota,” relative to stopping shipments 
of Texas grapefruit in transit for the purpose of partial un- 
loading. 

Under the provisions of Item 45, W.T.L. 271-D, I.C.C. 
A2679, it is not necessary for a tariff naming a rate to au- 
thorize the stopping in transit privilege, all that is required is 
that the rate naming tariff does not prohibit the privilege. 

It is my contention that, while Item 30, S. W. L. Tariff 
69C, I. C. C. 2790 does not authorize this stop, neither does it 
specifically prohibit it. In other words, it merely authorizes 
all other transit privileges. 

Answer: Transit privileges must be specifically author- 
ized in the tariff which publishes the line haul rates and may 
not be inferred. In Pierson-Lathrop Grain Co. vs. Chicago, 
B. & Q. R. Co., 46 I. C. C. 359, the transit tariff permitted 
shipments to stop at Leavenworth for milling in transit, but 
contained nothing with respect to storing in transit. The 
shipper reshipped grain without it being milled. The Com- 
mission held that the through transit rate could not be applied 
to grain which was stored and not billed. Furthermore, the 
rate tariff controlls the application of the transit tariff, that 
is, even though authorized, a transit privilege which would be 
applicable in the absence of a provision to the contrary in the 
line haul rate tariff, is not available where a negative applica- 
tion is provided for in the line haul rate tariff. See, Peters 
Mill Co. vs. Chicago, B. & Q. R. Co., 38 I. C. C. 245. 


Inasmuch as Item 30 of S. W. L. Tariff 69C, Agent Peel’s 
I. C. C. 2790, does not authorize the stopping in transit of 
shipments of grapefruit for partial unloading, the provisions of 
the transit tariff are inapplicable under the rule that transit 
privileges cannot be inferred but must be specifically author- 
ized in the line haul rate tariff. The fact that that tariff does 
not prohibit the transit privilege does not make the transit 
privilege available. 


Tariff Interpretation—Commodity Rate Removes Application 
of Class Rate in Absence of Alternative Provision 


iNinois—Question: We would appreciate your opinion on 
the application of the cotton piece goods rate from a point in 
North Carolina to Chicago. 


In Agent R. L. Weck’s North South Tariff No. 1, MF- 
I. C. C. No. 1, class rates are published on cotton piece goods, 
Item No. 111 names a column 50 rating. However, Agent 
Dempsey’s South North commodity tariff No. 8, MF I. C. C. 
No. 8, Section 1, names a commodity rate, Index No. 6180 to 
Chicago of 98c. In Section 2, of the same tariff, page 30, vari- 
ous indices, is published a specific rate of 9742c under column 
4A, which is a commodity description group. 


Now, by referring to the application of rates in the com- 
modity tariff, Item No. 40 provides, “Except as otherwise pro- 
vided: Whenever a commodity rate is established it removes 
the application of class rates to or from the same points.” 
Item 43 is a specific item of applications of rates on cotton 
piece goods which reads, “If the rates, rules or exceptions pub- 
lished in Weck’s North-South Tariff 1 make a lower charge 
than the rates as published in Section 2, the rates, rules or 
exceptions in Weck’s No. 1 will apply.” 

We feel that Item 40, application of rates, in general and 
that Item 43 is specific as to cotton piece goods and removes 
the application of Item 40 as to cotton piece goods. It is defi- 
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nite in its wording to mean that if the class rates are lower 
than the commodity rates in Section 2 that the class rates will 
be applicable. The question arises: “Is the specific commodity 
rate in Section 1 removed by the application of Item 40?” 

Answer: Inasmuch as Item 40, of Agent Dempsey’s South- 
North Commodity Tariff No. 8, MF I. C. C. No. 8, contains the 
clause, “Except as otherwise provided in Item 43,” which 
latter item authorizes the application of the rates published 
in Agent Weck’s North-South Tariff No. 1, MF I. C. C. No. 1, 
on cotton and knitting factory products, when lower than the 
rates published in Agent Dempsey’s South-North Commodity 
Tariff, the class rate published in Agent Weck’s North-South 
Tariff No. 1 may be applied where lower than the commodity 
rates published in Agent Dempsey’s South-North Commodity 
Tariff No. 8. 

Item 43 of Agent Dempsey’s South-North Commodity 
Tariff is in effect an alternative provision authorizing the ap- 
plication of class rates where lower than the commodity rates. 


Rates—Motor Carrier—Long and Short Haul 


Ohio.—Question: A trucking company, operating interstate 
and publishing their own tariff, has established a rate of 15c 
on a certain commodity from A to X and from intermediate 
point B to X the rate is 16c. This tariff does not carry any 
rule or regulation similar to the railroad fourth section and 
we would like to have your opinion as to whether the rate 
from the intermediate point is in order and if the Commission 
has issued rulings covering or authorizing trucking companies 
to maintain higher rates from intermediate points. 

Answer: There is no provision in the Motor Carrier Act, 
1935. which is Part 2 of the Interstate Commerce Act, similar 
to Section 4 of Part 1 of the Act. 

Furthermore, the Commission has issued no ruling which 
authorizes a motor carrier to maintain a higher rate from an 
intermediate point than from a more distant point. 

No doubt, however, if the facts warrant, relief could be 
had through the filing of a complaint with the Commission 
under paragraph E of Section 216 of the Motor Carrier Act, 
1935, alleging that the rate from B is unreasonable or unduly 
prejudicial as compared with the rate from A to X. 


Tariff Interpretation 


South Dakota.—Question: Will you please favor me with 
your opinion on the following situation? 


A shipper has a carload of skinned rabbits, which are to 
be used for fox feed and which will move under Item 3105 
of Great Northern Tariff 605J, I. C. C. A7364. The rabbits are 
in cloth bags or sacks. The tariff refers to the classification 
for packing requirements. The shipper contends that Items 
28 and 29, page 184 of Consolidated Freight Classification No. 
11. applying on “game, rabbits, other than live,” is very spe- 
cific, and it will be noted that it makes no reference to the 
purpose for which the rabbits are to be used and will apply 
alike to rabbits for human consumption or rabbits unfit for 
human consumption. 

The railroads are attempting to use Item 17, page 253 of 
Consolidated Freight Classification No. 11 applying on “refuse 
meat, non-edible.” This particular item would indicate that 
the shipments moving under its heading are non-edible by 
either man or beast, in other words are to apply on refuse meat 
fit only for rendering purposes. 

In your opinion, which of these two items more specifically 
covers skinned rabbits unfit for human consumption? The one 
item requires only that the freight be in packages, which will 
include bags or sacks. The other specified that it must be in 
barrels or boxes and a 20 per cent penalty is being added 
by the railroads because of improper packing. 

Answer: Inasmuch as the classification rating on rabbits 
is not restricted to rabbits for human consumption, it is our 
opinion that packing requirements applicable in connection with 
the rating on rabbits, other than live, as published in Items 
28 and 29, page 184 of the Consolidated Freight Classificat'n 
No. 11, would be applicable in connection with the commodity 
rate published in Item 3105 of Great Northern Tariff 605J, 
1. CC, Ae. 

However, in the instant case, inasmuch as there is no spe- 
cific provision in Great Northern Tariff 605J, I. C. C. A7364, 
which subjects the commodity rates named in items in this 
tariff to the packing requirements of the classification, it 1s 
not, in our opinion, necessary to determine whether the packing 
requirements of the classification which apply in connection 
with the ratings on rabbits or those which apply in connection 
with the ratings on refuse meat should be used. 

This for the reason that the Commission in its decision 
in Haskelite Mfg. Co. vs. Atlantic City R. Co., 200 I. C. C. 
503 held that even though a commodity tariff on its title page 
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shows that it is subject to the classification and its rules, the 
classification and rules are applicable only in so far as they 
are necessary to complete the commodity description; that 
under the instance covered by the decision the rules of the 
classification do not have the effect of making the packing 
specifications contained therein applicable to specific commodity 
rates; that they are applicable only if the commodity tariff so 
specified; that obviously reference to the classification on the 
title page of the commodity tariff did not operate to incorporate 
into the tariff the packing requirements for built-up wood (the 
commodity shipped), as contained in the classification. 

The case covered shipments of built-up wood and the item 
in the tariff naming commodity rates carried no restrictions 
regarding the method of packing nor did it contain any specific 
provisions relating thereto. 

The facts in that case are similar to those in the instant 
case and therefore the decision should govern. 


Reconsignment—Hay Held for Inspection 


North Dakota.—Question: We would like to have your 
interpretation of Item 110C of Supplement No. 6 to Northern 
Pacific Ry. Tariff No. 770U, I. C. C. No. 9217, pertaining to 
the reconsigning charge on carloads of hay held on hold tracks, 
for inspection and disposition, within the free time provided for 
in the Demurrage Tariff. 

If a reconsigning charge was not in order, and collected, 
what section of the Act would be violated? 

Answer: Item 1010C of the tariff to which you refer pro- 
vides that hay, carloads, will be placed on hold tracks at des- 
tination and notice of the location of said hold tracks on which 
the cars are placed sent to the consignor, or posted on the 
bulletin board where such practice is in vogue, for the pur- 
pose of inspection, and held on such tracks for disposition or- 
ders; that upon cars so placed and held, when disposition order 
is received prior to the expiration of free time provided for 
in the National Code of Demurrage Rules, as published in 
Agent Jones’ I. C. C. 2731, or reissues thereof, no Charge will 
be made for the first stop for inspection, but a charge of $2.25 
per car will be made for each subsequent stop for inspection; 
that after the expiration of the free time as described above 
a charge of $2.25 will be made for the first and each subse- 
quent stop for inspection. 

The facts are not given uvon which to base a determina- 
tion as to whether a charge should have been assessed. If a 
charge should not have been assessed the shipment or ship- 
ments are overcharged in violation of section 6 of the Interstate 
Commerce Act and the amount should be refunded by the 
carrier. 


A complaint before the Commission, if the filing of same 
is necessary, should allege a violation of the 6th Section of 
the Act. 


Tariff interpretation—Application of Classification Provisions 
to Commodity Rates 


California.—Question: Kindly let us have your interpre- 
tation of the clause, “Unless otherwise specifically provided 
immediately in connection with the rate.” If there is a pro- 
vision in the classification, named on the title page of the 
tariff containing such a clause, is such a provision in connec- 
tion with the rate named therein? The word “immediately” 
has since been eliminated. 

The application of rates states that provisions of the tariff 
supersede those in current Western Classification, in conflict. 
In view of this, would it still be possible to apply the provision 
published in the classification ? 

Answer: Apparently, under the decision in Haskelite Mfg. 
Corp. vs. Atlantic City R. Co., 200 I. C. C. 503, a commodity 
item or provision in a commodity tariff must provide for the 
application of the classification provision in connection with 
commodity rates published therein, unless all or certain of the 
commodity rate items are incomplete and require the appli- 
cation of classification provisions for their application. 

If a commodity item is complete in itself, that is, contains 
all of the elements essential to the application of the rate to 
a given shipment, none of the provisions of the classification 
have application. This seems to be a logical statement, but its 
application is not always easy. 


Liability of Carrier for Failure to Use Due Diligence in 
Returning Order Bill of Lading to Shipper 


Illinois.—Question: Consignor loads an L. C. L. order- 
notify shipment in a trap car on terminal track at A. Bill of 
lading is attached to the shipment in the car. The shipment 
is marked for destination B, via X Railroad. The terminal 
carrier delivered the car to X Railroad, who checked and 
forwarded the shipment. Three days later the shinment arrived 
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at destination. The consignee was unable to obtain the ship- 
ment because of the fact that he did not have the indorsed 
bill of lading. It develops that, through error, the X Railroad 
at point of origin (delivering carrier) failed to sign and return 
the bill of lading promptly to the consignor. Also the con-7 
signor failed to demand the bill of lading promptly from the 
carrier. Seven days from the date the bill of lading was issued, 
it was received by the consignor from the carrier (dated the 
day previous, which was three days after the shipment arrived 
at destination). In order to release the shipment, several tele- 
grams and long-distance telephone calls were executed at the 7 
expense of the consignor, in addition to the expense of an 
indemnity bond. 

What, if any, is the carrier’s liability in regard to the 
expense of releasing the shipment? Does the fact that the 7 
consignor failed to demand the bill of lading sooner tend to ™ 
release the carrier from any liability it may have incurred? © 

Has the Interstate Commerce Commission ever ruled on 
a situation of this nature and, if so, will you kindly give refer- ~ 
ence to such rulings? This was an interstate movement. 

Answer: Except where, under an established practice, a 7 
carrier has handled shipments in the manner in which this 
shipment was handled, there would be no obligation resting 7 
upon the carrier to forward a shipment tendered in the man- = 
ner in which this shipment was tendered. However, having § 
undertaken to forward the shipment in accordance with the ~ 
provisions of the bill of lading placed in the car, the carrier 7 
should have, in our opinion, executed and returned the bill of 
lading to the consignor with reasonable dispatch, as it knew ~ 
or was charged with knowledge of the fact that the negotia- 7 
tion of the bill of lading was essential to the delivery of the 
shipment at destination. q 

We are therefore of the opinion that such damages as re- © 
sulted from its failure to use due diligence in the return of 
the bill of lading to the consignor may be recovered. 

We are not aware of cases in point. It is an unusual © 
situation which would not, in all probablity, be the subject of 
a decision of the courts. The Interstate Commerce Commission 
has no jurisdiction in the matter, as its jurisdiction to award 
damages is limited to violations of the interstate commerce act. 


Company Material—Rates Applicable in Connection Therewith 


Mississippi.—Question: One of our clients leased a quantity 
of rails from the X Railroad, and the billing shows they were © 
loaded at A, Florida, and moved to B, Ala., via C, Ala., Y Rail- 
way, D, Ala., and Z Railroad. 


As the rails were leased F. O. B., C, Ala., the haul to that 
point is free. However, the question has arisen as to whether 
interstate or intrastate rates should be assessed beyond C. 

If a similar situation has been before the Interstate Com- 
merce Commission will you please advise what their conclusions 
were, with docket number? 


Answer: With respect to this question, see Valley & Siletz 
Railroad Co. vs. Southern Pacific, 53 I. C. C. 397. Under the 
facts in this case, rails were sold by the Northern Pacific Rail- “9 
road. The rails were in their Auburn, Wash., yards. The diy 
sale was F. O. B. Portland, Ore. The dealers at Portland had 
no interest in the rails until delivery thereof at Portland, the 
rails being company material up to that point. The dealers 
to whom title passed at Portland had sold the rails to the 
Valley & Siletz Railroad, to be delivered at points in the 
state of Oregon, the movement from Portland to these des- 
tinations being entirely within the state of Oregon. The Com- 
mission held that it had no jurisdiction over the rates apovlied 
for the movement from Portland to the destinations in Oregon, 
on the ground that this movement was intrastate. 

In our opinion, the same principle is applicable in the 
instant case, and that, therefore, the movement from C to B 
was an intrastate movement. 


Signature—What Constitutes Valid 


Virginia.—Question: In order for shipper’s order bills of 
lading to become negotiable documents, it is necessary for them 
to be indorsed in the space provided for same on the reverse 
side. 

The question has come up whether the indorsement, for 
instance, A. B. C. Company, per John Doe, Vice-President, 
should be in longhand in ink or indelible pencil or whether a 
rubber stamp facsimile may be used. We have been informed 
that a rubber stamp facsimile indorsement is not legal. 

We will be pleased to have you advise whether this ques- 
tion has been brought to the attention of the Interstate Com- 
merce Commission or the courts, citing cases giving a decision, 
if any. Any other information that you can give will be 
appreciated. 

Answer: Signatures adopted by persons are sufficient to 
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give validity to instruments even though they are illegible or 
defective; or contain only the Christian name of the person 
signing; or made with a lead pencil; or typewritten (Bridges 
vs. Center First National Bank (Tex.), 105 S. W. 1018; Deg- 
genger vs. Martin (Washington), 92 Pac. 674), or stamped 
(Bank vs. Poarch, 117 S. E. 114; Dilworth Co. vs. Canning Co., 
26 Pa. Dist. 1018); or printed (Hamilton vs. States (Ind.), 2 
N. E. 299); or even cut from another instrument and attached 
to another. 

See also, Bank vs. Shearer (Pa.), 74 Atl. 351, in which it 
was held that where the name of a party is stamped on the 
instrument with a rubber stamp and authenticated by initial 
letter of the party’s name, this is sufficient signature. See 
also, In re Lumber Company, 225 Fed. 444, and Bank of Ring- 
gold vs. Poarch (Ga.), 117 S. E. 114, in which the court said: 


Words traced with a pen, or stamped, printed, or made legible 
by any other device, whereby such act is for the purpose of putting 
down a man’s name at the end of an instrument to attest its validity, 
and is adopted by the party whose name is so signed, is a sufficient 
signature and signing of the instrument to which it is signed. See 
Bouvier’s Law Dictionary, Titles ‘‘Signatures and Writings’’; Bridges 
vs. Center First National Bank (Tex.), 105 S. W. 1018. 

A printed signature, or one lithographed on an instrument by the 
party as signed by him, is sufficient. (Hewel vs. Hogin (Calif.), 84 Pac. 
1002; Cummings vs. Laudes (Ila.), 117 N. W. 22. 3 Bouv. Law Dict. 
3071.) 

Routing and Misrouting—Transit Privilege Lost 


Georgia.—Question: A car of lumber was shipped from 
A to B with bill of lading routing via X gateway. The rate 
from A to B not applying via X, carrier changed the routing 
and delivered to connection at Z. On arrival at destination 
B the car was reconsigned to C. Through rate from A to C 
applies via X and not via Z and carrier is attempting to collect 
an undercharge based on combination rate. The shipper’s 
contention is that the carrier ignored the bill of lading routing 
by billing via Z, regardless of the fact that the rate to first 
destination B did not apply via X. Routing via X does not 
apply to first destination and does to the second destination. 
Routing via Z applied to first destination and not to second 
destination. Can the carrier legally collect? 

Answer: It is the duty of the initial carrier to follow the 
routing instructions furnished by the shipper. When a shipper 
specifies the carriers that are to transport his shipment it must 
be assumed that he is relying upon his own investigation and 
that for some reason he considers it expedient that the ship- 
ment move over the route indicated by him. Duluth Log Co. 
ve. M. & I. Ry. Co., 15 LC: C. 427. 

The Commission has held that where no routing is shown 
in the bill of lading and the carrier forwards the shipment by 
other than the cheapest route the carrier is liable for misroute 
in the event that had the shipment moved via the cheapest 
route it could have been reconsigned to final destination at a 
lower rate than charged. Newman Lumber Co. vs. Mississippi 
Central Railroad Co., 26 I. C. C. 97. 

In the instant case, the shipper having routed the ship- 
ment via X, it was the duty of the carrier to forward the 
shipment via that gateway, and failing to do so it is, in our 
opinion, liable for the difference between what the charges 
would have been had the shipment moved in accordance with 
the shipper’s routing instructions covering the movement to B 
with reconsignment to C, and the charges which accrued by 
reason of the failure of the carrier to observe the shipper’s 
routing instructions. 





REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the 
Switchmen’s Union of North America has been designated to 
represent the yard foremen and helpers of the Detroit Terminal 
Railroad Co. 

It has certified that Dining Car Employes’ Union, local No. 
370, A. F. of L., of the Hotel and Restaurant Employes Inter- 
national Alliance, has been designated to represent dining car 
cooks, pantrymen, waiters-in-charge and waiters of the New 
York Central lines, east. 


ILLINOIS CENTRAL BUYS NEW CARS 


The Illinois Central is receiving bids on 3,100 new freight 
cars and 20 new mail and express cars, according to an an- 
nouncement by L. A. Downs, president. It is estimated the 
new equipment will cost approximately $9,000,000. The pur- 
chases will include 1,000 all-steel, twin hopper, 50-ton coal 
cars; 1,000 40-foot box cars and 800 50-foot box cars, all built 
of steel with wood lining, and 300 40-foot 40-ton steel sheathed 
refrigerator cars. The mail and express cars will be 50 feet 
long of 40-ton capacity and will be steel sheathed with wood 
lining. They will be for operation in passenger trains. 
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Doings of the Traffic Clubs 





The Twin City Women’s Traffic Club will hold a dinner 
meeting at the King Cole Hotel, Minneapolis, Minn., January 
11. Arrangements for a luncheon meeting for the Transpor- 
tation Club of St. Paul to be sponsored by the Women's Traffic 
Club will be discussed. Lorraine Fermoyle and Katherine 
Strouse are in charge of arrangements for the meeting. 





E. B. Daly, newly elected president of the Green Bay, Wis., 
Traffic Club, began railroad service in 1884, at the age of 14, 
as night operator for the Chicago and 
North Western at Fulton, Ill. Shortly 
thereafter he was transferred to Ash- 
ton, Ill., where he also worked as night 
operator. In 1888 he was transferred 
to Elgin, Ill., as operator, bill clerk, 
and rate clerk. The next year he served 
as rate clerk, bill clerk, and cashier at 
Sterling, Ill. At that time, at the age of 
19, he had supervision over his father 
who was foreman of warehouses. In 
1897 he became agent at Freeport, IIl., 
and early in 1893 was appointed travel- 
ing freight agent at Green Bay cover- 
ing the territory north of Milwaukee in 
Wisconsin and upper Michigan with 
headquarters at Green Bay. In 1924 
he was made traveling freight and passenger agent for the Fox 
River Valley district with headquarters at Green Bay. His 
election to the presidency of the Green Bay club came on 
December 17, 1936, the fifty-second anniversary of his affiliation 
with the Chicago and North Western. 





The subject of the meeting of the Junior Traffic Club of 
Chicago, at the Palmer House January 7, was “The Future of 
the Young Man in Transportation.” The matter was discussed 
by W. E.- Fuller, assistant to the vice-president, Chicago, Bur- 
lington and Quincy; Walter F. Mullady, president, Decatur 
Cartage Company, and Robert Ebbitts, traffic manager, East- 
ern Air Lines. The meeting of the traffic study group set for 
January 5 was postponed to January 19. Elmer A. Smith, 


general attorney, Illinois Central, will lead a discussion of sec- 
tions 2 and 3 of the interstate commerce act. The club will 
hold a “for members only” dinner at the Auditorium Hotel 
January 14. 


The new president of the Motor 
City Traffic Club, of Detroit, is Warren 
H. Hines, assistant to the traffic direc- 
tor of the Chevrolet Motor Company, 
Detroit, Mich. He was born in South 
Coventry, Conn., and joined the Chev- 
rolet organization 1921. In March, 1929, 
he was moved to Detroit taking the 
position he now holds. He is a war vet- 
eran with a record of a year and a half 
overseas. He was vice-president of the 
Motor City Traffic Club last year and 
has been a member since its inception. 
He will take over his duties as presi- 
dent January 18, when the club will 
hold its annual dinner. 





George W. Feehan, assistant manager, European division, 
Chrisler Corporation, will speak on, “Export and Import Traf- 
fic,” at a meeting of the traffic forum of the Motor City Traffic 
Club of Detroit at the Detroit Leland Hotel January 11. 

Phil Brain, University of Minnesota, showed pictures of 
the games of the university’s football team and added com- 
ments at a luncheon meeting of the Transportation Club of 
St. Paul at the Hotel Lowry January 5. 





The Traffic Club of Salt Lake City held its annual holi- 
day party at the Hotel Utah January 2. There was dinner, 
dancing and a drawing for prizes. J. W. Murdock, Southern 
Pacific, was master of ceremonies for the floor show. 





The annual dinner of the Bridgeport, Conn., Traffic Asso- 
ciation will be held at the Stratfield Hotel January 19. O. S. 
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Solomonson, president of the association, will be master of 
ceremonies, and Robert R. Garrabrants, toastmaster. The 
speaker will be the Rev. Hugh Schields, Ridgefield, Conn., 
whose address will be humorous and inspirational. 





The annual dinner of the Traffic Club of Fort Worth was 
held at the Glen Garden Country Club January 4. Arrange- 
ments were in the hands of a committee of which D. G. Griffin 
was chairman, assisted by Jim McCaul, Elsie Hogsett, George 
Angell and Hugh Hoover. Mr. Griffin was master of cere- 
monies. There was dancing and bridge. 





The annual meeting of the Traffic Club of the New Haven 
Chamber of Commerce will be held at the Hotel Taft January 
11. The nominating committee has submitted the following 
slate of officers to be voted on at that meeting: For president, 
Emil Marshall; first vice-president, J. Frank Doolan; second 
vice-president, A. D. Spang; secretary-treasurer, J. F. Fergu- 
son; members of the board of directors, Myron R. Clark, Louis 
A. Johns and William K. Martin. A talking motion picture 


of the growth of the skiing industry in New England will be 
shown. 





J. H. Hiscox, newly elected presi- 
dent of the Transportation Club of 
Toronto, Canada, is traffic manager for 
the T. Eaton Company, Ltd. He was 
born in 1890 in the Canadian Pacific 
Railroad dwelling at Snelgrove, Ont., 
and entered railroad service with that 
line as assistant agent at Brampton, 
Ont., in 1908. He became successively 
clerk in the freight department at 
Guelph, Ont., in 1911; cashier at Chat- 
ham, Ont., in 1912; chief clerk at 
Guelph later in the same year; and 
chief clerk to the district freight agent 
at Toronto in 1917. In 1918 he went 
with the Eaton Company. 








The Traffic Club of Chicago will hold a cabaret dinner 
dance and floor show at the Palmer House January 9. George 
W. Konchar is the director for the floor show. The affair is 
to be staged by the club’s entertainment committee, of which 
W. D. Cornell is chairman and W. P. Cox, secretary. 





The annual oyster roast of the Traffic Club of Baltimore 
will be held at the Alcazar January 16 from noon to 7:00 p. m. 
At a luncheon meeting of the club at the Southern Hotel Jan- 
uary 5 a nominating committee was elected to select candidates 
for club offices. Election will be held March 1. 





G. Lloyd Wilson, Ph. D., professor of transportation and 
commerce, University of Pennsylvania, was the speaker at a 
meeting of the Traffic Club of Lancaster, Pa., in the auditorium 
of the Armstrong Cork Company, December 28. Among the 
guests were Clarence Chamberlin, trans-Atlantic flyer, and 
Jesse Jones, manager, Lancaster municipal airport. Motion 


pictures of the building of the George Washington Railroad 
were shown. 





L. C. Loughry, district director, Commission’s motor car- 
rier bureau, will speak on “The Motor Carrier Act of 1935: Its 
Purpose and Its Operation,” at a dinner meeting of the Trans- 
portation Club of Springfield, Ill., at the Elks Club January 13. 





J. M. Fitzgerald, vice-chairman, committee on public rela- 
tions of the eastern railroads, spoke on “Transportation and 
Legislation,” at a meeting of the Traffic Club of Newark at 
the Chamber of Commerce auditorium January 4. The annual 
dinner of the club will be held at the Newark Athletic Club 
January 28. There will be no speaker but there will be a 
program of entertainment. The club’s traffic forum will dis- 
cuss freight classification at a meeting at the Newark Athletic 
Club January 11. 





Traffic courses at the Soldan High School, St. Louis, spon- 
sored by the Traffic Club of St. Louis, were resumed the eve- 
ning of January 5. There is an elementary, an intermediate 
and an advanced course, as well as a special commerce course, 
the current semester of which is being devoted to the motor 
carrier act. 





The weekly luncheon of the Traffic Club of Minneapolis at 
the Hotel Nicollet January 7 was sponsored by KSTP, local 
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radio station. Artists from the radio station furnished music 
and entertainment and “Mr. Editor,” KSTP commentator, was 
master of ceremonies. 





G. C. Manning, assistant vice-president, Erie Railroad, will 
speak on “Why a Traffic Club?” at a meeting of the Wyoming 
Valley Traffic Club at the Elks Club, Scranton, Pa., January 13. 





The annual dinner of the Cincinnati Traffic Club will be 
held at the Hotel Netherland Plaza February 9. Officers will 
be elected at a meeting and entertainment to be held at the 
Gibson Hotel January 30. The nominating committee has sub- 
mitted to tickets, as follows: Blue ticket—for president, J. E, 
Anderson, freight traffic manager, New York Central; first vice- 
president, A. F. Eberhart, traffic manager, Lawrenceburg 
Roller Mills Company; second vice-president, L. E. Sauer, dis- 
trict freight agent, Clinchfield Railroad; third vice-president, 
R. A. Ellison, traffic manager, The Service Bureau Company; 
secretary, H. Webb Dunbar, assistant traffic manager, Eagle- 
Picher Lead Company; treasurer, E. A. Doyle, manager, Na- 
tional Carloading and Distributing Corporation. Red ticket— 
for president, first vice-president, secretary and treasurer, same 
as blue ticket; for second vice-president, O. R. Davies, assistant 
general freight agent, Erie Railroad; third vice-president, C. T. 
Peters, traffic manager, Crosley Radio Corporation. 


Guy Adams, Bruce Transfer Company, will discuss changes 
in the motor freight classification at a meeting of the educa- 
tional forum of the Transportation Club of Des Moines at the 
Hotel Savery January 11. There will also be a discussion of 
rebating and the penalties for rebating. 


Joseph M. Tone, Connecticut state labor director and com- 
missioner, will be the toastmaster at the annual dinner of the 
transportation division of the Hartford, Conn., Chamber of 
Commerce at the Hotel Bond February 11. Wilbur L. Cross, 
governor of Connecticut, and Thomas J. Spellacy, mayor of 
Hartford, will be among the guests. John S. Mowbray, general 
agent, traffic department, Lehigh and New England, is chair- 
man of the division. 





A. F. Winn, traffic manager, Skelly Oil Co., has been 
elected president of the Traffic Club of Tulsa. Other officers 
elected with him were: Vice-President, 
J. S. Rollman, city passenger agent, 
A. T. & S. F.; secretary-treasurer, W. 
N. Reimers, general agent, C. D. and 
M.; members of the board of directors, 
J. C. Beaumont, general agent, Union 
Pacific; Earl R. Smith, general man- 
ager, Vendome Tank Car Company; 
H. E. Hurst, general agent, C. R. IL 
and P.; F. A. Shellhorn, traffic man- 
ager, Hanlon-Buchanan, Inc.; J. F. 
Gelabert, agent, M.-K.-T.; F. A. Mat- 
thews, district traffic manager, Pure 
Oil Company. The new officers were 
installed recently at the annual ban- 
quet of the club at which J. M. Fitz- 
gerald, vice-chairman, committee on 
public relations of the eastern rail- 
roads, New York, spoke on “Why Traffic Clubs.” More than 350 
members and guests were present. 








Charles E. Lee, mayor of Decatur, IIl., will be the speaker 
at a dinner meeting of the Transportation Club of Decatur at 
the Decatur Club January 12. 





Frank S. Carothers, manager, Norvell-Wilder Supply Com- 
pany, Houston, Tex., will speak on “Traffic Personalities” at 
the annual dinner of the Traffic Club of New Orleans at the 
Hotel Roosevelt January 21. There will be a program of en- 
tertainment. 





The annual dinner dance of the Women’s Traffic Club of 
Greater New York will be held at the Pennsylvania Hotel Jan- 
uary 30. Arrangements are in the hands’ of the entertainment 
committee of which Mattie S. Tomlinson is chairman. J. G. 
Scott, chief of the section of law and enforcement of the Com- 
mission’s motor carrier bureau, will be the speaker at a meet- 
ing of the club to be held at the George Washington Hotel 
January 12. 


The annual meeting of the Association of Railroad and 
Steamboat Agents of Boston will be held at the Parker House 
January 11. Officers will be elected. 
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Personal Notes 





The Baltimore and Ohio has announced the following ap- 
pointments: A. H. Farrar, assistant general freight agent, 
Cleveland, O.; J. Warner Babneu, division freight agent, Akron, 
O.; H. G. Settle, assistant freight traffic manager, Baltimore, 
Md.; J. C. McGohan, general freight agent, Baltimore, Md.; G. 
Murray Campbell, assistant coal traffic manager, Baltimore; 
F. M. Jordan, general coal freight agent, Pittsburgh, Pa.; C. M. 
Gosnell, general coal freight agent, Baltimore; R. W. Anderson, 
general coal freight agent, Baltimore; J. W. Phipps, assistant 
general freight agent, Washington, D. C.; C. S. Stout, division 
freight agent, Baltimore; P. S. Phenix, assistant freight traffic 
manager, New York, N. Y.; Harry Atkinson, general New Eng- 
land agent, Boston, Mass.; H. L. Farrell, division freight agent, 
Parkersburg, W. Va.; P. H. Powell, district freight representa- 
tive, Charlotte, N. C.; A. L. Doggett, freight traffic manager, 
Chicago, Ill., to succeed Edward Hart, who retired after forty 
years of service with the Baltimore and Ohio; J. C. Kimes, as- 
sistant freight traffic manager, Chicago; E. A. Schofield, general 
freight agent, Cincinnati, O.; F. J. Rolfes, commerce agent, Cin- 
cinnati; H. J. Witte, assistant commerce agent, Cincinnati; 
George C. Bauer, assistant general coal freight agent, Cleve- 
land; H. O. Bias, coal freight agent, Cincinnati; C. M. Groninger, 
general freight agent, St. Louis; J. A. Scheuerman, general coal 
agent, Pittsburgh; Walter M. Randall, district freight agent, 
Philadelphia, Pa; D. W. Lang, district freight agent, Colum- 
bus, O.; Max N. Freese, division freight agent, Cumberland, 
Md.; L. E. C. Roehrig, division freight agent, Vincennes, Ind.; 
J. E. Steele, division freight agent, Dubois, Pa.; C. H. Groninger, 
division freight agent, Rochester, N. Y.; C. F. Farmer, freight 
traffic manager, Pittsburgh; F. M. Keane, coal freight agent, 
Pittsburgh; Carl J. Roessel, division freight agent, Youngs- 
town, O. 

E. E. Kohlwes has resigned as assistant traffic commis- 
sioner for the Merchants’ Exchange of St. Louis to become 
traffic commissioner for the Wichita, Kan., Board of Trade. 

Jerry Murray has been appointed assistant general freight 
agent for the Missouri and Arkansas Railway at Tulsa, Okla. 

J. Merrow, Jr., has been appointed division freight agent, 
Illinois division, Chicago, Rock Island and Pacific, at Chicago. 
W. J. Lafferty has been appointed assistant manager, mail, 
baggage and express traffic, for the same railroad at Chicago, 
W. G. Young division passenger agent at Chicage, and Paul 
Christensen city passenger agent at Chicago. 

J. P. Craven has been appointed assistant traffic manager 
in charge of solicitation for the Texas Mexican Railway at 
Laredo, Tex. 

The Union Pacific has announced the following appoint- 
ments: E. A. Coons, assistant freight traffic manager, Los An- 
geles, Cal.; W. F. Nash, general agent, Riverside, Cal.; R. E. 
Drummy, general agent, freight department, Los Angeles; C. 
A. Pollock, general agent, freight department, Chicago; Otto 
Nilsson, general agent, San Pedro, Cal.; K. G. Carlson, general 
agent, freight department, Sioux City, Iowa. 

Ralph M. Hogin has been appointed comptroller for the 
Atchison, Topeka and Santa Fe at New York. He succeeds L. 
C. Deming who retired after forty-seven years of continuous 
service with the Santa Fe. E. E. McCarty has been appointed 
assistant to the vice-president in charge of operations at Chi- 
cago to succeed G. W. Lupton who retired after forty-four years 
of service. E. O. Hemenway has been appointed land commis- 
sioner at Albuquerque, N. Mex. 


J. C. Prude has been appointed live stock agent for the 
Chicago, Burlington and Quincy at Denver, Colo. 

Elmer R. Hines, who retired as general agent for the Chi- 
cago, Rock Island and Pacific at Boston, Mass., in 1925, died 
at his home in Wakefield, Mass., January 2. 

J. W. White has been appointed traffic manager for the 
Tennessee Corporation and its subsidiaries at Atlanta, Ga. 

H. R. Gillespie has been appointed traffic manager for the 
Deep Rock Oil Corporation, at Chicago, succeeding B. J. Bur- 
chett who is on leave of absence because of ill health. The 
title of assistant traffic manager has been given to Mr. Burchett. 

W. McN. Knapp has been appointed chief traffic officer of 
the Central of Georgia at Savannah, Ga. 

George J. Horner has been appointed assistant to the vice- 
president, Clyde-Mallory Lines, at New York. George C. Bled- 
soe has been appointed freight traffic manager, and D. P. Frey 
— general freight agent, both with headquarters at New 
York. 


John G. Lonsdale, co-trustee of the Frisco Railway, has 
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resigned as chairman of the board of the Mercantile-Commerce 
Bank and Trust Company, St. Louis, in order to take on added 
duties as co-trustee of the rairolad. 

J. L. Cato has been appointed master mechanic for the 
Southern Pacific, El] Paso, Tex. 

John Dickinson has been appointed general solicitor for 
the Pennsylvania Railroad at Philadelphia. He recently re. 
signed as assistant attorney general of the United States. 

Homer R. Eddy, district freight agent, Pan-Atlantic Steam. 
ship Corporation, has been placed in charge of the newly opened 
offices of that corporation at Rochester, N. Y. 

The Maritime Commission has announced the resignation 
of James Craig Peacock as special counsel. Mr. Peacock was 
formerly director of the Shipping Board Bureau of the Depart- 
ment of Commerce. Before becoming director of that bureay 
Mr. Peacock practiced law in Washington for fifteen years and 
in the future he will be associated with the Washington law 
firm of Williams, Myers and Quiggle. 

George M. Thompson has been appointed assistant general 
freight agent for the Minneapolis, St. Paul and Sault Ste. Marie 
at Neenah-Menasha, Wis. 

George Williams has been appointed general traffic man- 
ager for the Denver and Rio Grande Western at Denver, Colo, 

Ted H. Johnston has been appointed traveling freight agent 
for the Wabash Railway at Harlingen, Texas. 





Digest of New Complaints 





No. 27624, Columbus Freight Bureau, Columbus, Ga., vs. A. B. & C. 
et al. 

Rates, petroleum products, Mobile, Ala., New Orleas, La., and 
points taking the same rates to destinations in Alabama lIower 
than to Columbus, Ga., in violation of section 3, the preference 
alleged being for the Alabama points. Asks new rates. (J. Rals- 
ton Cargill, mgr., 204 Gilbert Bldg., Columbus, Ga.) 

Ex Parte MC 8, investigation by the Commission to ascertain and 
determine the motor carriers engaged in the interstate transporta- 
tion of passengers over regular and irregular route or routes be- 
tween the city of Cincinnati, O., and contiguous municipalities 
in the state of Kentucky, who are lawfully engaged also in the 
intrastate transportation of passengers over the entire length of 
such interstate route or routes in accordance with the laws of 
each state having jurisdiction. 

MC-C 27. Wabash Fibre Box Co., Terre Haute, Ind., vs. Denny Motor 
Transfer, Inc., et al. 

Rates and charges, corrugated boxes, Terre Haute, Ind., to 
Lexington, Ky., in violation of section 217 of the motor carrier 
act. Ask cease and desist order and rates. (H. A. Hollopeter, 
atty., 629 Cherry St., Terre Haute, Ind.) 

MC-C 28. Hausman Steel Co., Toledo, O., vs. Seaboard Freight Lines, 
Ine., et al. 


Charges in violation sections 216 and 217 of motor act, concrete 
construction forms, Perrysville, Md., to Canandaigua, N. Y. Asks 
cease and desist order, rates and reparation. (Ferbert B. and 
G. M. Stephen, attys., 19 So. Wells St., Chicago, IIl.) 

No, 27625, West Kentucky Coal Bureau, Louisville, Ky., vs. L. & N. 
et al. 


Unreasonable rates and charges, bituminous coal, mines of com- 
plainant’s members in western Kentucky to points in Michigan. 
Ask cease and desist order and rates. (J. V. Norman, Norman, 
Quirk & Graham, attys., 1512 Kentucky Home Life Bldg., Louis- 
ville, Ky.) 





Docket of the Commission 





NOTE—items in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


January 11—San Francisco, Calif.—Merchants Exchange—Joint Boards 
175 and 75: 


MC 86366—Application of Cangiamilla & Pashote, San Jose, Calit., 
for permit. 


January 11—New York, N. Y.—Pennsylvania Hotel—Examiner Snider: 
24145—Wishnatzki & Nathel vs. Railway Express Agency, Inc., et al. 
24671—Caruso, Rinella, Battaglia Co., Inc., vs. Railway Express 

Agency, Inc., et al. 
27002—John Nix & Co. et al. vs. Railway Express Agency, Inc., et al. 
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January 11—Shreveport, La.—Chamber of Comm.—Examiner Disque: 
|. & S. 4258—Substitution of cotton at New Orleans from La. points. 


January 11—Chicago, Ill.—Sherman Hotel—Examiner Fuller: 
Fourth Section Application 16598—Bituminous fine coal, from points 
in Minn.—Filed by C. M. St. P. & P. 
27502—-Surpass Leather Co. vs. F. J. & G. et al. 
Fourth Section Application 16656—Bituminous fine coal, from mines 
in Ill., Inc., and western Ky. 


January 11—Chicago, Ill.—Hotel Sherman—Joint Boards 46, 21 and 54: 
MC 50116—Application of John H. Breseke, Wanatah, Ind., for permit. 
MC 86044—Application of George D. Keller, Hamlet, Ind., for cer- 

tificate. 
MC 86047—Application of Alvin A. Schaub, Blairstown, Ia., for cer- 
tificate. 
MC 86118—Application of I. M. Becker, Freeport, Ill., for certificate. 
MC 86119—Application of I. M. Becker, Freeport, Ill., for permit. 


January 11—Austin, Texas—Stephen F. Austin Hotel—Joint Board 77: 

MC-F 150—Dalby Motor Freight Lines—Purchase of operating rights 
of A. D. Miller. 

MC-F 151—Dalby Motor Freight Lines purchase of operating rights, 
etc., of John L. Conley. 

MC-F 163—Dalby Motor Freight Lines, J. A. Fadell and D. C. Sanders 
purchase of operating rights, etc., of E. M. Hale and H. H. Davis. 

MC-F 164—Dalby Motor Freight Lines lease of operating rights of 
D. C. Sanders and J. A. Fadell. 


January 11—Washington, D. C.—Examiner Walter: 
Air Mail Docket 13—Rates for air mail routes Nos. 9 and 15, op- 
erated by Braniff Airways, Inc. 


January 11—Washington, D. C.—Examiners Snow and Kephart: 
Ex Parte MC 2—Maximum hours of service of employes of common 
and contract motor carriers. 


January 11—Richmond, Va.—State Comm.—Examiner McCaslin and 
Joint Board 12: 
MC 50368—Application of Audrey F. Kerr, Broad Run, Va., for cer- 
tificate. 
MC 50748—Application of Hatton Motor Line, Petersburg, Va., for 
permit. 
MC 44128—Application of Transport Corporation of Va., Blackstone, 
Va., for permit. 


January 12—Washington, D. C.—Examiner Sweet: 
Finance 9918—Missouri Pacific Reorganization. 
January 12—Washington, D. C.—Examiner Dillon: 
|. & S. M-42—Commodities over Tidewater Express Lines, Inc. 


January 12—Washington, D. C.—Examiner Devoe: 
* Finance 11446—Application of trustees of C. R. I. & P. to issue cer- 
tificates. 


January 12—Washington, D. C.—Examiner Walton: 
* 27622—Accounting by St. Joseph Belt Ry. Co. for certain land deeded 
to it. 


January 12—Philadelphia, Pa.—Chamber of Com.—Examiner Bardwell: 
27427—-City of Philadelphia vs. B. & O. et al. 


January 12—Austin, Tex.—Stephen F. Austin Hotel—Joint Board 77: 
MC-F 182—Central Freight Lines, Inc., purchase of operating rights, 
etce., of Southwest Motor Freight Lines and others. 


January 12—Chicago, Ill.—Sherman Hotel—Examiner Fuller: 
Fourth Section Application 16575—Newsprint paper from points in 
Canada to Gary, Ind. 


January 12—Chicago, Ill.—Hotel Sherman—Joint Boards 13 and 162 and 

Examiner Binkley: 

MC 62380—Application of Interstate Transit Lines, Inc., etc., for cer- 
tificate. 

MC 86351—Application of Globe Express & Storage Co., Chicago, II1., 
for certificate. 

MC 29781—Application of Hoey Cartage Co., Chicago, Ill., for cer- 
tificate or permit. 


January 12—Kansas City, Mo.—Hotel Baltimore—Examiner Simmons: 
1. & S. M-56—Rates over Riteway Motor Service. 


January 12—Denver, Colo.—State Comm.—Joint Board 43: 

MC 260i1—Application Kayser Transport Co., Denver, Colo., for cer- 
tificate or permit. 

MC 50446—Application of L. R. Martin, Colby, Kan., for permit. 

MC 50630—Application of F. J. Riedesel & Sons, Kirk, Colo., for 
certificate. 

MC 50804—Application of Triangle Motor Co., Brighton, Colo., for 
permit. 

MC 86237—-Application of W. C. Balls & Co., Hays, Kan., for permit. 

MC 86248—Application of Kayser Transport Co., Denver, Colo., for 
permit. 


January 13—Washington, D. C.—Argument: 
|. & S. 4227—Coal from West Virginia to northeastern Ohio. 


Jaruary 13—New York, N. Y.—Pennsylvania Hotel—Examiner Snider: 
27554—Plainville Casting Co. vs. B. & A. et al. 


January 13—Harrisburg, Pa.—State Comm.—Examiner Johnson: 
27509—Frick Co. vs. P.-R. S. S. Lines et al. 
27592 and five sub-numbers thereunder—Steacy-Schmidt Mfg. Co. vs. 
P.-R. S. S. Lines et al. 


January 13—Denver, Colo.—Utilities Comm.—Joint Boards 50 and 43: 
MC 21246—Application of John Godfrey, Fort Collins, Colo.. for 
permit. 
MC 50858—Application of Western Transport Co., Denver, Colo., for 
permit. 
MC 1456—Application of Colorado-Wyoming Express, Inc., Denver, 
Colo., for certificate. 
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January 13—Chicago, Ill.—Sherman Hotel—Joint Boards 76, 162 and 142; 
MC 31465—Wesley Freight Co. and Steffke Freight Co. 


January 14—Washington, D. C.—Argument: 
27284—-Board of Trade of Chicago et al. vs. A. & S. et al. 
27286—Minneapolis Traffic Assn. et al. vs. C. & N. W. et al. 
27290—Amarillo Grain Exchange, Inc., vs. C. R. Il. & G. et al. 


January 14—Chicago, Ill.—Hotel Sherman—Examiner Binkley: 
MC 31466—L. C. L. Transit Co. 


January 14—Pittsburgh, Pa.—Federal Bldg.—Examiner Johnson: 
27578—Illinois Fruit Growers Exchange vs. C. B. & Q. et al. 


January 14—Washington, D. C.—Examiner Schutrumpf: 
Finance 11382—Application of Sierra R. R. Co. to issue securities, 
Finance 11383—Application Sierra R. R. Co. to purchase, etc., prop- 
erties of the Sierra Ry. Co. of Calif. 


January 14—Washington, D. C.—Joint Board 68: 
MC 50633—Application of William H. Robbins, Washington, D. C,, 
for permit. 
MC 86001—Application of Bee Hive Express, Washington, D. C., for 
certificate. 


January 14—Atlanta—Federal Building—Examiner Mattingly: 
Fourth Section Application 16384—Automobiles to Birmingham, Ala,, 
and Memphis, Tenn. 


January 14—Boston—Lenox Hotel—Examiners Snow and Kephart: 
Ex Parte MC 2—Maximum hours of service of employes of common 
and contract motor carriers. 


January 14—Philadelphia—Chamber of Commerce—Examiner Sullivan; 
Ex Parte MC 6—lInvestigation to determine the extent and area of 
the municipality of Philadelphia, Pa., etc. 


January 14—Denver, Colo.—State Comm.—Jt. Bd. 125 and Examiner 
Corcoran: 
MC 50461—International Freight Lines. 


January 15—New York, N. Y.—Hotel Pennsylvania—Examiner Snider: 
27542—Tubize Chatillon Corporation vs. N. & W. et al. 


January 15—Washington, D. C.—Argument: 
26796—American Salt Corp. vs. A. & R. et al. and cases joined there- 
with. 


January 15—Chicago, Ill.—Hotel Sherman—Examiner Fuller: 
27531—Easy Washing Machine Corporation vs. C. B. & Q. et al. 


January 15—Moultrie, Ga.—Federal Bldg.—Examiner Mattingly: 
27547—-Moultrie Chamber of Commerce vs. Southern et al. 


January 15—Los Angeles, Calif.—Calif. Comm.—Joint Bds. 75 and 47; 
MC-F 122—Pacific Freight Lines Express purchase of operating rights 
of Richards Express Co. 
MC-F 171—Pacific Freight Lines purchase of rights, etc., of Arizona 
Refrigerator Transportation Co., Inc. 


January 15—Baltimore, Md.—Maryland Comm.—Examiner McDaniel: 
MC 69281—Application of Davidson Transfer & Storage Co., Baltimore, 
Md., for certificate. 


January 15—Springfield, Ill.—U. S. Court Rooms—Joint Board 54: 
MC 50622—Application of Robert G. Reeder, Oquawka, IIl., for 
permit. 
MC 59430—Application of Wendt Motor Coach Lines, Inc., for cer- 
tificate. 


January 15—Baltimore, Md.—Md. Comm.—Joint Boards 200 and 120: 
MC 1034—Application of Tidewater Express Lines, Inc., for cer- 
tificate. 
MC 84522—Application of Tidewater Express Lines, Inc., for permit. 
MC 86369—Application of Davidson Transfer & Storage Co., for 
permit. 


January 15—Albany, N. Y.—State Comm.—J. E. Davey: 

* MC-F 128—Consolidated Motor Lines, Inc., purchase of rights, etc., 
of Simpson Transportation Lines, Inc. 

* MC-F 172—Consolidated Motor Lines, Inc., purchase of rights, etc., 
of Thompson Motor Transportation Co. 

* MC-F 134—Simpson Transportation Lines, Inc., purchase of rights, 
etc., of Ralph’s Motor Express. 


January 16—Washington, D. C.—Argument: 
27462—Wisconsin Power & Light Co. vs. C. & N. W. 
Finance 11277—Application of Wisconsin Power & Light Co. for con- 
struction of a connecting track. 


January 16—Detroit, Mich.—Hotel Ft. Shelby—Examiner Johnson: 
27600—Taylor Produce Co. et al. vs. N. C. & St. L. et al. 


January 16—Beaumont, Tex.—Edson Hotel—Examiner Disque: 
Fourth Section Application 16413—Petroleum and petroleum products 
between La. points. 


January 16—Springfield, Ill.—U. S. Court—Joint Bds. 54 and 194: 
MC 45974—Application of Osmundson Transfer, Peoria, Ill., for per- 
mit. 
MC 45974—Application of Osmundson Transfer, Peoria, IIl., for 
permit. 
January 16—Baltimore, Md.—Md. Comm.—Examiner McDaniel: 
MC 86057—Application of E. & A. Goodwin & Co., Baltimore, Md., 
for permit. 
MC 50956—Application of Charles W. Coomes, Baltimore, Md., for 
permit. 


January 16—Los Angeles, Cal.—Cal. Comm.—Joint Board 78: 
MC-F 180—Oilfields Trucking Co., Ltd., purchase of rights, etc., of 
Dunbar Tank Line. 


January 18—Atlanta, Ga.—Atlanta-Biltmore Hotel—Examiners Snow 
and Kephart: 
Ex Parte MC 2—Maximum hours of service of employes of common 
and contract motor carriers. 
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January 18—Stamford, Conn.—Federal Bldg.—Examiner Snider: 
97576—Yale & Towne Manufacturing Co. vs. D. & H. et al. 


january 18—Washington, D. C.—Examiner Brown: 
Air Mail Docket 20—Petition for fair and reasonable rates on Route 17. 


january 18—Chicago, Ill.—Hotel Sherman—Examiner Fuller: 
27561—Armour & Co. vs. B. & A. et al. 


january 18—Los Angeles, Calif.—State Comm.—Joint boards 75 and 

78 and Examiner Croft: 

MC 65208—Application of Rice Transportation, Los Angeles, Calif., 
for permit and extend operations. 

MC 79650—Application of Arizona Motor Express, Phoenix, Ariz., 
for certificate or permit. 

MC-C 18—Lang Transportation Corporation et al. vs. Bakersfield Con- 
tract Carriers, Inc. 


january 18—Santa Fe, N. M.—La Fonda Hotel—Joint Board 125 and 
Examiner Corcoran: 
MC 2026—Application of Drum Motor Freight, Durango, Colo., for 
certificate or permit, also extend operations. 
MC 50362—Application of A. J. Kennedy Transportation, Aztec, N. 
M., for permit. 








between 


NEW YORK, 
BOSTON, 
NEW ORLEANS, 
Los ANGELES HARBOR, 
SAN FRANCISCO anp ST. JOHN, N. B. 
AND 
CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 
also 


WEST COAST PORTS of CENTRAL and SOUTH AMERICA 
and MEXICO (transhipment at CRISTOBAL) 


FREIGHT TRAFFIC DEPARTMENT 


New York........ Pler 8, North River New Orleans..... 321 St. Charles St. 
Chieago...... itt W. Washington St. St. John, N. B....H. E. Kane & Co. 
San Franelseo....1001 Fourth Street London, Eng..Caribbean 8.8. Agency, 
Pn ccccccccccsesnces Long Wharf Ltd., Adelaide House, King William St. 


Also regular weekly passenger service (and “‘Guest Cruises’’) 
to the West Indies and Caribbean. 














EXPORTERS IMPORTERS 
and COASTWISE SHIPPERS 


You are assured of speedy and efficient handling 
of your traffic—when you route via 


GALVESTON 


‘‘*PORT OF QUICK DISPATCH” 
GALVESTON WHARF COMPANY 


Established 1854 
Geo, Sealy, President F. W. Parker, V. P. & G. M. 


Kansas City Office—434 Board of Trade Bidg. 













PAGE 101 





of PSS thes 


arload Freight 
Shipments 


This complete service is available without 
cost to either shipper or consignee at nearly 
1,000 “North Western” agency stations. It 
applies regardless of the origin or destina- 
tion of your shipment. Ask any C. & N. W. 
Ry. representative for full information. 
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STARRETT LEHIGH 
BUILDING 





Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 
their efficiency. You, too, can save here. 

Write or telephone for descriptive booklet. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 601 West 26th Street 
Telephone: CHickering 4-5520 
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January 18—Houston, Tex.—Ben Milam Hotel—Examiner Disque: 
1. & S. 4283 and ist sup. order—Iron and steel from Kansas City to 
New Orleans. 
* Fourth Section Application 
Filed by Leland. 
* Fourth Section Application 15151—Iron and steel to Texas ports. 
January 18—Ft. Dodge, Ia.—Federal Bldg.—Examiner Johnson: 
1. & S. 4270—Switching at Fort Dodge, Ia. 
January 18—Springfield, Ill.—U. S. Court—Joint Boards 194, 135 and 160: 
MC 50431—Application of Fred Castle, Jr., Joy, Ill., for permit. 
MC 50727—Application of Frank Patrick Smith, Lovington, IIl., for 
certificate. 
MC 86006—Application of Hermann Motor Service, Lebanon, Ill., for 
permit. 
MC 86161—Application of Palmer Cottingham, Charleston, 
certificate. 
January 18—St. Paul, Minn.—Minnesota commission—Joint Boards 26 
and 145: 

* MC 13333—Application of Buckingham 
Minn., for certificate and permit. 

* MC 93290—Application of Louis Aronson 
Minn., for certificate or permit. 

* MC 60107—Hibbing Van & Transfer Co. 

January 18—Philadelphia, Pa.—Chamber 
199 and 74: 

* MC 50358—Application of Kane's Retail Store Delivery, Phila., Pa., 

for certificate. 

* MC 86322—Application 

permit. 


16538—Cordage from Houston, Tex.— 


Ill., for 


Transportation, St. Paul, 


Truck Co., Little Falls, 


of Commerce—Joint Boards 


of John Hiram Myers, Berwick, Pa., for 


| January 18—Jacksonville, Fla.—Hotel Mayflower—Examiner Mattingly: 


* 27581—Columbus Brick & Tile Co. vs. A. C. L. et al. 


| January 19—Washington, D. C.—Examiner Carter: 


26285—Thomas Kerry Co., Inc., et al. vs. N. Y. O. & W. et al. 
January 19-—Washington, D. C.—Examiner Way: 
Fourth Section Application 16660—Manufactured iron and steel arti- 
cles, between points in official territory and southern territory. 
Filed by Jones. 


| January 19—Boston, Mass.—Hotel Lenox—Examiner Snider: 


27541—Oxford Paper Co. vs. Maine Central et al. 
January 19—Springfield, Ill.—U. S. Court—Jt. Bd. 21 and Examiner 
Binkley: 
MC 50912—Application of John E. 
* MC 40005—Application of Hillier 
certificate. 
January 19—Springfield, Ill.—U. S. 
* MC 40005—Application of Hillier 
certificate. 


January 19—Los Angeles, Calif.—Calif. Comm.—Joint Boards 47 and 78: 
MC 59815—Application of Robertson’s Drive & Truck-Away, Los 
Angeles, Calif., for permit to extend operation. 
MC 59612—Application of W. Beekley Refrigerator Truck Service, 
Los Angeles, Calif., for certificate or permit. 


Martin, Mattoon, Ill., for permit. 
Storage Co., Springfield, Ill., for 


Court—Examiner Binkley: 
Storage Co., Springfield, Ill., for 


January 19—St. Paul, Minn.—Minn. Comm.—Joint Boards 146 and 144: 
* MC 76266—Merchants Motor Freight. 

* MC 50538—Lawrence Nielsen & Malvin Dorr. 

* MC 50563—Application of Albert Lange, Wells, Minn., for certificate. 


January 19—Philadelphia, Pa.—Chamber of Commerce—Joint Board 67: 

* MC 3561—Application of Bausman Motor Express, Inc., Allentown, 
Pa., for certificate. 

* MC 41710—Application of United Motor Transportation, Inc., 
hurst, N. J., for certificate or permit. 

* MC 78088—Application of Eastern Carrier 
N. J., for certificate. 

* MC 86213—Application of Lucia 
tificate. ; 

* MC 86217—Application of Alfonso Di Gerolamo, Blue Anchor, N. J., 
for certificate. 


Lynd- 


Corporation, Bridgeville, 


Vitullo, Paulsboro, N. J., for cer- 


January 20—Dallas, Tex.—Baker Hotel—Examiner Disque: 
1. & S. 4261—Transit on animal or poultry feed in Texas. 


| January 20—Mobile, Ala.—Cawthorn Hotel—Examiner Mattingly: 


Fourth Section Application 16456—Road material from Birmingham 
and Ensley to Mobile, Ala. 


January 20—Sioux City, Ia.—Warrior Hotel—Examiner Johnson: 
1. & S. 4282—Dried beans and peas from Mich. to W. T. L. points. 


January 20—Philadelphia, Pa.—Chamber of Commerce—Joint Board 67: 

* MC 50414—Application of Gilbert L. Justice, Clarksboro, N. J., for 
certificate. 

* MC 50419—Application of George W. Jenkins, Merchantville, N. J., 
for certificate. 

* MC 86021—Application of Anthony La Rosa, Williamstown, N. J., for 
certificate. 

* MC 86229—Application of Wilkes-Barre Motor 
Pa., for permit. 


January 21—New Orleans, La.—Jung Hotel—Examiner Mattingly: 
1. & S. 4252—Automobiles to southern and Canadian ports. 
January 21—Dallas, Tex.—Baker Hotel—Examiner Disque: 
16300 and Sub. Nos. 1, 2, 3, 4 and 5—Armstrong Packing Co. vs. A. 
& S. et al. 
January 21—Dallas, Tex.—Baker Hotel—Examiners Snow and Kephart: 
Ex Parte MC 2—Maximum hours of service of employes of common 
and contract motor carriers, 


Lines, Wilkes-Barre, 
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German National Railways 


not only represent the unified railway system of Germany, but 
as a member of the Association of European Railroads and 
through close transit-agreements with the railway systems of 
her surrounding countries, directly link the seaports of the 
North and the Baltic Seas to every corner of Europe. 


Fast, Dependable, Safe Transportation 
Economical Freight Rates 


Special Commodity Rates on Export, Import 
and Transit Shipments 


IMPORTERS 





EXPORTERS, 
FORWARDERS 


may obtain all information as to rail freight rates, 


routes, 
through the 


GERMAN NATIONAL RAILWAYS 


Freight Information Office 
11 BROADWAY, NEW YORK CITY 
Telephone: DIgby 4-1895 


Our information service—free of charge—no obligation 


A MAP OF GERMANY or EUROPE 


is yours for the asking. 


transportation facilities, etc., 














TERRITORIAL CONTROL 
IS UNDER YOUR THUMB. 


when you oe AIR EXPRESS 








You'll be monarch of all you survey. *Pick-up and delivery, door-to-door, with- 
, . . = out extra charge. 

*Day and night service direct to 216 cities Siow, economical rates. 
in the United States and Canada, to *One organization. One responsibility. 
Honolulu, Guam, Manila, and to 32 Latin- One waybill. 
American countries. Only Air Express gives you nation-wide 
*You get quick connections at key junc- service. In a word, it’s a “natural.” 
tion points with fast Railway Express For service ‘phone any Railway Express 
trains. office. 

DIVISION 
RATE Wa = a a a a a ee AA a EM CE 
SESSSSSSSSSSSSSSSSSSSSSSSSSSSSSSSSSSSSSSSESSSETSSEEESSSESETSESESEEEEEEEE seeeseceaeasa™, 


MooREMACK GULF LINES 


SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 


From BOSTON, BALTIMORE, TAMPA to NEW ORLEANS 
From PHILADELPHIA and BALTIMORE to MOBILE 
From NEW ORLEANS. to TAMPA, PHILADELPHIA, 

BALTIMOR’ BEDFORD and BOSTON 
From MOBILE to New F BEDFOR BOSTON and PHILADELPHIA 
From TAMPA to PHIL ADELPriTA and B 
Between NEW ORLEANS, HOUSTON and CORPUS CHRIST! 


MOORE and McCORMACK, Inc., Agents 


NEW YORK, 5 Broadway PHILADELPHIA, Bourse Bidg 
BALTIMORE, Seaboard Bids. NEW W ORLEANS, Whitney Bank Bidg. 
BOSTON, 75 State Street 512 E. Lafayette St. 
CHICAGO, 503 Marquette Bidg. DETRON, 556 Book Bidg. 
BATON ROUGE, 1758 he St. PITTSBURGH, Oliver Bidg. 

ST. LOUIS, Railway pomenne SS rag ROCHESTER, ‘1408 4 je Bid 
MEMPHIS, Cotton Exchange HOUSTON, ‘State National Ben 
CORPUS CHRISTI, Nixon MOBILE, Merchants Bank Bidg. 


Bonk Bids. 
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PORT 
HOUSTON 


OFFERS 


AMPLE 
TERMINAL 
FACILITIES 


TO THE SHIPPERS 
OF THE WORLD 








The ability of a port to serve its 
shippers efficiently and promptly 
depends to a large extent on its 
terminal facilities. Houston is 
distinctive for its strictly modern 
cargo handling equipment and for 
the rapid yet careful manner in 
which all shipments are handled. 


J. RUSSELL WAIT 
DIRECTOR OF THE PORT 





’ Southern Steamship Company 


(Pioneer Steamship Line to Houston ) 


OPERATING FAST FREIGHT SERVICE BETWEEN 
Philadelphia, Pa.; Norfolk, Va., 


and Houston, Texas 
SAILINGS: 
From Philadelphia ....... Wednesdays and Saturdays 
From Norfolk to Houston ..............+ Thursdays 
From Houston to Philadelphia . Mondays and Thuredays 
From Houston to Norfolk ....... Mond.ys 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 
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PROFESSIONAL SERVICES DIRECTORY 


Attorneys at Law — 1|.C.C. Practitioners — Commercial Traffic Managers — Traffic Bureaus 


Attorneys at Law and Interstate Commerce Commission Practitione 


Alphabetical Index 


(Listings are Arranged Geographically) 


Washin ton, a Cc. 
icago, Ill. 


Cleveland, Ohio 
ton, D. C. 
Chicago, Ill. 

Miami, Fla. 


Washington, D.C. 
Sennen. D.C. 
Washington, D.C. 
eeemag on, D. C. 


icago, Ill 
Houston, Texas 


Hitt & Munson 
T. J. McLaughlin 
George H. Parker 


This Directory has been designed to provide 
shippers and carriers with a central source of 
information on practicing attorneys at law 
and I. C. C. practitioners equipped to handle 
cases before state commissions and the 
Interstate Commerce Commission. It is 
published in the second issue of each month. 


“The simple professional card may with propriety 
contain only a statement of the practitioner's name 
(and those of his associates), occupation, address, 
telephone number, and special branch or branches of 
practice. Such cards may be inserted in reputable 
lists and may give authorized references, or name 
clients with their permission. 

“It is the opinion of the Committee that professional 
cards in the directory of attorneys in the Traffic World 
which comply strictly with the foregoing provisions 
are not improper.” 

Reprinted from the Bulletin of I. C. C. Practitioners, 
July, 1932. 


WASHINGTON, D. C. 
HARRY C. AMES 


Successor to Keene & Ames 
Attorney at Law 
Formerly Attorney and Examiner, I. C. C. 
Transportation Bldg., Washington, D. C. 


WASHINGTON, D. C. 
H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building, Washington, D. C. 
Oklahoma City Office, Terminal Bldg. 

Tulsa, Okla., 1503 E. 27th St. 


WASHINGTON, D. C. 
HITT & MUNSON 


Practice before the Interstate Commerce Commission, 
other gov't depts., and the courts. 

Members: D. of C. Bar Assn., Amer. im Assn., 
Association of Practitioners before the I. C. C. 

Suite 1122, Munsey Bldg. a D.C. 


WASHINGTON, D. C. 
T. J. McLAUGHLIN 


Traffic Counselor 
Interstate a ene and State Saenevieston Cases 
d Truck Cost Analyses 
1010 Earle ‘Bldg., Washington, D. C. 


WASHINGTON, D. C. 


GEORGE H. PARKER 
Attorney at Law, Consulting Accountant, 
Transportation Analyst 
510 Munsey Bldg. Washington, D. C. 


WASHINGTON, D. C. 
HENRY J. SAUNDERS 


Consulting Engineer, Statistical 
and Accounting Analyst 
Studies of a bid Costs and Traffic 


644 Transportation B Washington, D. C. 


MIAMI, FLORIDA 
THOMAS E. GRADY 


Interstate Commerce Commission 
Practitioner and Statistician 


Special attention to matters before the 
Interstate Commerce Commission and 
other rate regulatory bodies 


SURVEYS AND ANALYSES 


Rail, Water and Motor Transportation. 
Electric, Gas and Water, Public Utilities 


Associates 
John A. O’Rourke 
A. C. Spires 
Interstate Commerce Commission 
Practitioners 


B. M. Grady, Statistician 


BISCAYNE BUILDING 
MIAMI, FLORIDA 


CHICAGO, ILL. 
THOMAS G. BUGAN 


Attorney at Law 
Motor Carrier Certificate permits all 
traffic matters and general practice 


29 S. La Salle St. Chicago, IIL, 


CHICAGO, ILL. 
EARL GIRARD 


Specializing in Motor Carrier traffic service, includ 
permits, certificates, and all other matters tavelved ia 
the Motor Carrier Act of 1935. 


767 Milwaukee Ave., Chicago, Ill. Tel. Hay. 3585 


CHICAGO, ILL: 
T. P. SCANLAN 


WR zee C. Practitioner 
te and Tariff Practice 
Member: Trafhe Club of Chicago, Assn. Practitior 


1608 Milwaukee Ave. Chicago, Ill. 


ST. LOUIS, MO. 
EDWARD A. HAID 


Attorney at Law 
Railroad and motor carrier practice before the commission 
1900 Boatmen’s Bank Bldg., St. Louis, Mo. 


NEW YORK, N. Y. 
CHARLES E. COTTERILL 


Attorney at Law 
Motor Carrier Regulation 


70 East 45th St. New York City 


CLEVELAND, OHIO 
G. H. DILLA 


I. C. C. Practitioner 
Specializing in Practice before the Commission 


3812 Superior Ave. Cleveland, Ohio 


HOUSTON, TEXAS 
JAMES J. SHAW 


Attorney at Law 
Traffic and Transportation Litigation 
Am. Bar Assn., Texas Bar . Assn. Practitione 


1605 Sterling Building, Houston, Te 


Commercial Traffic Managers and Traffic Bureaus 


Traffic managers will find this section of the 
Directory of material aid in getting outside 
assistance when pressed for time on special 
work, and in answering inquiries made of 
them by smaller shippers who wish to em- 
ploy specialists in traffic on a part-time basis. 


January 21—Washington, D. C.—Examiner Coyle: 
Ex Parte MC 7—Investigation to determine the extent and area of 
the municipality of Washington, D. C., etc. 


January 21—Washington, D. C.—Examiners Keyser and Jordan: 
Detroit-Cincinnati opera- 


Air Mail No. 21—American Airlines, Inc., 
tion. 


Air Mail No. 22—Application of American Airlines, Inc., etc. 


January 21—Indianapolis, Ind.—U. 


MC 86146—Application of Gateway Line, Paoli 


aminer Binkley: 
* MC 35740—Charles Edward Youmans, 


extend operations. 


S. Court—Joint Board 160: 
, Ind., for permit. 


January 21—Indianapolis, Ind.—U. S. Court—Joint Board 58: and Ex- 


dba Kentucky Express. 


January 21—Indianapolis, Ind.—U. S. Court—Examiner Binkley: 
* MC 48508—Application of Jackson Trucking Co., 


CHICAGO, ILL. 


Big Four Freight Traffic Association 


Freight Auditors — Routing Control 
Tariff Compilers 


1608 Milwaukee Ave., Tel. Armitage 3470, Chicago, Ill. 


certificate. 


for certificate. 


permit. 


Inc., for permit and 
points. 


CINCINNATI, OHIO 
THE SERVICE BUREAU CO. 


A. G. Linnemann R. A. Ellison 
Traffic and Transportation Specialists 
Interstate and State Practice I. C.C. Practitione: 
Neave Building, Cincinnati, Ohio 


January 21—Seattle, Wash.—Olympic Hotel—Joint Board 45: 
MC-F 165—Merger in Puget Sound-Portland Lines, Inc., of Genera 
Motor Freight, Inc. 
January 21—Philadelphia—Chamber of Commerce—Jt. Bds. 119, 67: 
* MC 3282—C. R. Wood (Form MC 9). 
* MC 50122—William Brinkmann (Form MC 8). 
* MC 50483—Application of Jersey Gray Line, Ocean Grove, N. J., 


January 21—Philadelphia, Pa.—Chamber of Commerce—Joint Board 6 
* MC 1695—Application of Mergaugey’s Express, Ocean Grove, N. 


t 


* MC 50238—Application of Fleetville Trucking Co., Fleetville, Pa., 01 


January 22—Dallas, Tex.—Baker Hotel—Examiner Disque: 
Fourth Section Applications 16359, 16450, 16515, 16524 and 1652 
Building or sheathing paper from Texas points to Ohio Riv 
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eliable service 
St. Louis or 
City and the 
cities of Mis 
Kansas, Okla- 
Texas. 


Free pickup of L.C.L. 
freight to any point in 
the U.S. Free deliv- 
ery of L. C. L. freight 
from any point in 
the U.S. 





The Traffic World 


WATER-SIDE 
.. STORAGE 


with Direct Transfer of Freight 
from Rail to Ship and Ship to Rail 


THIs is one of the most advantageously located shipping 
centers in the Middle Atlantic States, with unexcelled 
carrier connections . . . water, rail, highway, air... to 
every part of the country. 

Newly enlarged facilities . . . both space and equipment 
... have just hesinn added . . . to meet the increased de- 
mands of shippers, distributors and steamship companies. 
This important terminal now provides more than 1,000,000 
square feet of open and enclosed space for merchandise of 
every kind... bulk or package goods . . . and includes one 
of the finest distribution yards in the East. 

Situated on the 35-foot Delaware Ship Channel, with 
more than 2,000 feet of berthing space, ample accommoda- 
tion is provided for several ocean-going vessels to load or 
discharge at the same time. Regular intercoastal, coast- 
wise and foreign sailings are maintained. 

Rail facilities . .. more than a mile of sidings (connect- 
ing with Pennsylvania and Penna.-Reading Seashore 
Lines) . . . are sufficient for all needs, and leading trucking 
companies constantly arrive and depart over the network 
of South Jersey highways, which center in Camden. 


Write for detailed information and tariffs. 


ECONOMICAL 
EXPEDITIOUS 
HANDLING 


The most modern me- 

chanical equipment is 

provided for prompt ser- 

vice at the lowest cost... 

3—25-ton locomotive Gantry 
cranes. 

1—5-ton electric Gantry 
crane. 

1—15-ton gasoline crawler 
crane, 

1—Gas-electric lift truck. 

5— Motorized lumber carriers. 


1 —30-ton truck scale. 
Portable conveyors. 
Platform scales... and all 
other needed equipment. 


Special Services 
for Ships 


Direct telephone connections 
are made with all ships berthing. 
Flood lights are supplied for 
loading and unloading at night. 
Fresh, artesian well water is 
available at a nominal charge. 
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